







Entered as second-class matter, January 4, 1913 at the postoffice at Chicago, Ill., under the Act of March 8, 1879. 


Vol. XIV, No.21 No%cr ~=9@CHIC AGO, ILL,, NOVEMBER 21,1914 Price, $10.00 Per Year 





V ¢ a —s 
re Fe, 


G. V. Electric Worm-Drive Wagons 





1,000-POUND WORM-DRIVE G. V. ELECTRIC 


This is one of our worm-drive wagons operated by the New England Confectionery Company of 
Boston. The very latest word in commercial Electric practice. Speed, 12 to 15 miles per hour and 
45 to 65 miles per charge, depending upon motor and battery equipment. Smart, silent and thor- 
oughly up-to-date. Over 30 are used by the Lord & Taylor store alone. 

These worm-drive wagons are now distributed in New York, Boston, St. Louis, Hartford, 
Baltimore, Los Angeles, etc., and they are by no means confined exclusively to department store 
service. Wriie for our new Catalogue No. 104. 


GENERAL VEHICLE COMPANY, _ 


General Office and Factory 
Long Island City, N. Y. 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 
} 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and. transportation 
companies in’ promoting and securing 
better understanding by the public and 

jthe state and national governments of 
ithe needs of the traffic world; to secure 

-proper legislation: where deemed neces- 

sary, and the modification of present 
laws where considered harmful to the 

‘free interchange of commerce; with the 

view to advamee fair dealing and to 
romote, c oa ne protect the com-- 

‘mercial am ; portation interests. 








jeadquarters; “Tacoma Bldg.; 5 North 
: La Salle St., Chicago. 

. Officers. 4 
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Traffic | ‘Caiimissidrier, ‘Toledo Com- 
merce Club,. Toledo, Ohio. ‘ 

py SET wtb nee Set cae ek sms Vice-President 


Commissioner; Freight and Traffic Di- 


vision, Chamber of Commerce, Indian- 
apolis, Ind. 
Pscar E.. Bell..*...: ‘. Secretary-Treasurer 


+ T. M, Crane Co., 836 
; Ave, Chicago, Il. 
bavid P. Chinblom...:.... Asst. Secretary 


Na North La Salle St., Chicago. 


South Michigan 


ational Implement and Vehicle Associa- 
! tion. 5 Evans, Freight Trf. Mer., 
aaa Trust Bldg., Chicago, ° Til. 

ational League of Commission Merchants 
John ‘C. Scales, 
Pres., Chicago, Ill.; R. S. French, Busi- 
ness Manager, 90 West Broadway, New 


| 
\ York. 


of the United States. 


orthern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 
anufacturers’ Association, in charge of 
} traffic of industries located at Sterling 
and Rock Falls. x 
AWW bP, REGO ac oS Kes eee es President 
hom GR "| Re ... Vice-President 


W. J. Burleigh...... Secretary-Treasurer 
WT. E. So a ves we Traffic Manager 
Sterling, L[llinois. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres; James 8S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; L. Nicholson, Vice- 
Pres.; W. E. Cullen, Secy. and Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


The Traffic Club of New York. R. H. 
Walace, Pres.; C. A. Swope, Secy. 

Brooklyn’ Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 

Traffic Club of Kansas City. Joseph A. 
Tapee, Pres.; Alfred A. Wild, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
a G. Shinkle, Pres.; J. W. MacIntosh, 
ecy. 

The Traffic Club of Chicago. J. Charles 
Maddison, Pres.; W. H. Wharton, Secy. 


The Traffic Club of Philadelphia. C. W. 
Bowden, Pres.; Don C. Hunter, Secy. 
The Traffic Club of St. Louis. R:. K. 


Pretty, Pres.; W. S. Crilly, Secy.-Treas. 

The Traffic Club of Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
M. R. Maxwell, Pres.; L. E. Stone, 
Secy. 
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PACKAGE EFFICIENCY 


Make your goods help sell themselves by packing them in containers that will 
deliver them in the same perfect condition that they leave your factory. 








Satisfied Customers and In- Efficiency in packing is Not 
creased Sales will be the result. spelled by Cheapness. 


Will the containers carry the goods in perfect condition? Then consider the cost! 
Our selling force is trained in efficient packing and is at your service to help solve 
your packing troubles. 


Pape a 
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HUMMEL & DOWNING CO., Milwaukee, Wis. 


OFFICES—Chicago, Detroit, Minneapolis and St. Louis 


Chicago's 
Newest and Biggest 


Storage Warehouse 


Located in the heart of the business district, Gravity , 
has one million square feet of fire- Convene venverers 
proof storage space. for all for all 


Purposes 
Short hauls for teams of city customers é Industries 


and unexcelled shipping facilities. i eee 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 


Typical illustrations of Mathews Gravity Conveying devices as 


e istalled for actual use in handling various classes of commodi- 
ermil are ouse le ties. The Mathews line is universally recognized as standard— ~ 

the oldest and best known. ‘Used and recommended by all lead- 

519 West 12th Street ing American and foreign manufacturers, wholesalers, shippers 


and warehousemen. Write for catalog. 
— MATHEWS GRAVITY CARRIER COMPANY 


Phone Canal 5740 BRANCH Factories { Terento, Eng: ELLWOOD cITY, PA. 
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of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases Only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
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National Petroleum Association 
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233 Broadway, New York 
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Commission. 
608 Ford Bidg., Detroit, Mich. 
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ATTORNEY AT LAW 
INTERSTATE COMMERCE CASES ONLY 
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420-424 Woodward Bldg., Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counselors. 
Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice before the Interstate Commerce Commission. 


LESLIE J. .LYONS H HUGH C. SMITH, 
former ‘ Lyons & Smith Former 


U. S&S. Atty. Asst. U. S. Atty. 
PAULE. BRADLEY. LAWYERS otis Mm. EDMONSON. 
Mr. Bradley, formerly with Interstate Commerce 
Commission, has charge of the preparation of cases be- 
fore the Commission. * 
SUITE 1003-6 REPUBLIC BLDG., KANSAS CITY, MO. 


Bishop, Carpenter & Fiske 


Transportation Experts and Commerce Counselors 
on all matters affecting Carriers and Public Utilities, 
and Practice before Interstate Commerce Commission. 

411-12-13-14-15 Panama Bullding, 
PORTLAND, OREGON 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attorney 
and Counselor at Law), in charge of Washington office, 
where E. E. Williamson (Transportation Expert and §Sta- 
tistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 
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First National Bank Bullding, 
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Interstate Commerce Attorney, respectively, of the Mis- 
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Specializing 'n Causes Before the Interstate Commerce 

Commission and All Other Public Utility Commissions. 


BORDERS, WALTER & BURCHMORE 
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AND ANTI-TRUST LAWS ALL MA 


Luther M. Walter 
Attorneys for Interstate Commerce Commission 
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Your Doorstep is a 
Wells Fargo Station 


O MATTER what you want to send or where you want to send it, 
the Wells Fargo service begins at your door and goes all the way. 


Telephone, and the wagon will call for your package, at no extra 
cost. 


Convenience alone is reason enough for using the Wells Fargo instead 
of mail or freight—it saves bother and work for sender and receiver both. 


But besides the convenience, the Wells Fargo gives you a faster delivery 
than you can get in any other way, and protects you for the full value of 
your package from the time its collector calls until the receiver signs for it. 


Things often get lost or damaged. between your door and the freight-house 
or the post-office. 


2 The Wells Fargo connects your doorstep with any other in the land, 


and protects your goods ALL the way. It saves you time, trouble, risk, 
worry and expense. 


When you have a package to send— 

telephone for the Wells Fargo. When you 

order, specify the Wells Fargo. It is 
convenient and it is safe. 


Telephone Broad 8000 


and the wagon will call for your parcel. 


Wells Fargo & Co. Express 
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INFLUENCING THE COMMISSION. 





It will be remembered with what a shock was 
received, in certain quarters; the so-called nefari- 
ous conspiracy of the railroads, by which it was 
alleged they sought to influence the Interstate 
Commerce Commission in the matter of its deci- 
sion in the advanced rate case. The result of this 
conspiracy, or campaign, or propaganda, or what- 
ever it may be called, was to flood the Commis- 
sion with communications. favoring an advance 
in rates and requesting an early decision. The 
Commission referred to it as “an apparently con- 
certed effort to secure through propaganda an 
early approval of the proposed increase in rates.” 
The Commission did not, we believe, charge the 
railroads with being responsible for this propa- 
ganda, but others did, and there was much con- 
demnation of the carriers in hysterical speeches 
in Congress and elsewhere. 

We do not say the methods referred to were 
wrong—though they undoubtedly were mistaken, 
since they produced the opposite of the effect in- 
tended—and even if they were wrong, we believe 
in the wisdom of the adage that two wrongs do 
not make a right. Yet, just because the situa- 
tion is interesting, we desire to call attention to a 
telegram recently sent by F. R. Sebenthall, presi- 
dent of the National Federation of Implement and 
Vehicle Dealers’ Associations, to the editor of the 
Farm Implement News, and printed in that journal. 
The telegram says: “Advise every retail dealer 
in United States to send protest at once to Inter- 
state Commerce Commission, Washington, D. C., 
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asking them to suspend all proposed changes in 
tariffs relating to loading or unloading cars in 
transit until a hearing can be held.” The editor 
proceeds to do as requested, and instructs the 
readers of his journal thus: “Do not hesitate to 
write to the Interstate Commerce Commission, 
Washington, D. C., and ask that body to suspend 
the tariff from which the rule allowing stopping 
privileges has been omitted. Explain that the 
withdrawal of this privilege will work a hardship 
to the consumer of agricultural implements, be- 
cause it will impose less-than-carload rates on 
many shipments of implements that now take 
carload rates, and necessarily will increase retail 
prices. Ask that a hearing be held and repre- 
sentatives of dealers, manufacturers and farmers 
be permitted to defend their position with respect 
to this privilege. Bring the matter to the atten- 
tion of leading farmers of your community, explain 
it to them, and ask them also to write to the 
Commission. A protest from dealers and farmers 
will have weight with the Commission. Write to 
the Commission to-day and ask farmers to write.” 

Now, we are not passing judgment. We merely 
wish to ask our friends who always find fault 
with the course of the railroads, and always draw 
the worst possible conclusion from a given set of 
facts, if it makes any difference whose ox is gored, 
and if what is sauce for the goose is not also 
sauce for the gander? And, incidentally, we beg 
pardon for introducing at once so many of the 
an’mals from the menagerie. 


ADVANCED RATE PROBLEMS. 





That the Interstate Commerce Commission has 
caused itself much hard work by its suggestions, 
in its decision in the advanced rate case, as to 
how the carriers might reduce their expenses and 
increase their revenues without the increase in 


freight rates for which they asked, goes without ' 


saying, and it begins to appear that it may have 
caused itself some embarrassment also. Tariffs 
are on file increasing freight rates presumably in 
accordance with the limited permission granted 
in the advanced rate decision. But shippers are 
questioning whether they are in accord, and in 
some cases are saying that even if so the Com- 
mission ought not to stand by its utterances. In- 
creases in passenger fares are also being fought, 
and naturally so, but it all makes work, and it 
all involves the possibility of more or less em- 
barrassment, for if the Commission decides in 
favor of the protestants, the carriers will natu- 
rally ask how they are to carry out the sugges- 
tions of the Commission if the Commission itself 
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will not permit it; and if it decides in favor of 
the carriers the other side will say it had to do 
so in order not to go back on its suggestions, 
even though in the specific case the preponderance 
of evidence was against the carriers. 

A peculiar instance of embarrassment appears 
in the expected protest to be made by Philadel- 
phia commuters against the recent increase in 
the price of commutation tickets. They criti- 
cize the Commission for suggesting that the car- 
riers increase their revenues by raising passenger 
fares, and they contend that the increases in ques- 
tion are unreasonable. The problem will be 
doubly perplexing, because the Commission has 
frankly , expressed itself to the effect that it 
doubted whether in a given instance it could say 
whether or not a commutation fare was unrea- 
sonable, though it might be discriminatory. But 
there seems to be no question of discrimination 
in the present instance, since the increases in com- 
mutation fares into Philadelphia seem to be uni- 
form. So the Commission must set a new prec- 
edent in order to decide the case against the car- 
riers. If it does so decide it, the public—or that 
part of it affected—may say that the Commission 
feared to go back on its suggested plan for in- 
creased revenues, and so permitted the carriers 
to work an injustice on the Philadelphia com- 
muters. If it decides against the carriers they 
may throw up their hands and ask, “What’s the 
use ?” 


COMMISSION AND PUBLIC POLICY. 


We have had considerable to say against the argu- 
ment that the Interstate Commerce Commission, 
in deciding the advanced rate case, or any case, 
for that matter, must confine itself to the ques- 
tion of whether certain rates, or proposed rates, 
are fairly compensatory and non-discriminatory, 
without regard to financial conditions or to what 
might be called public policy in any sense. This 
view has been expressed by many who are op- 
posing the rate increase as proposed in the ad- 
vanced rate application, and by some of the Com- 
missioners themselves, notably Mr. Daniels in 
the Montana grain rate case. And yet we find 
the Commission this week making a formal an- 
nouncement that, to assist in the prevention of 
the spread of the foot and mouth disease, it will 
promptly and favorably consider proper applica- 
tion of carriers to make effective on one day’s 
notice tariffs suspending the assessment and col- 
lection of demurrage occasioned by the order of 
the department of agriculture placing embargoes 
on shipments of live stock, hay and straw. If the 
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foot and mouth disease has anything to do with 
rates or proper compensation for service we do 
not see the connection. Neither, of course, does 
the Commission pretend that there is any con- 
nection. And if assisting to prevent the spread 
of disease is not a matter of public policy, we 
should like to know what it is. 

We are not criticizing this announcement oi 
the Commission. Rather, we commend it. But 
we do wish to point out that in making it the 
Commission is certainly entering the realm of 
public policy. The matter simply goes to show 
that no body, such as the Interstate Commerce 
Commission, can or ought to govern itself by 
hard-and-fast mathematical rules. If it is to take 
into consideration nothing but questions of dis- 
crimination and value of service, any good traffic 
man could do its work, with the assistance of 
some adding machines. The Commission, we be- 
lieve, cannot free itself from a higher responsibility 
than some persons would have us believe belongs 
to it in the circumstances, and to avoid such re- 
sponsibility would not be consistent with some 
of its other acts. 


DECISION ON BAGGAGE RATES 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washingtan, D. C. 
In the complaint of the National Baggage Committee 


vs. Atchison and others, the Commission, speaking 
through Mr. Hall, has found that the rates and charges 
for the transportation in interstate commerce of excess 
baggage have not been shown to be unreasonable. It 
is found, however, that the rates and charges on bag- 
gage of excess value are unreasonable. The charge im- 
posed for baggage valued in excess of $100 is, for each 
$100 or fraction thereof, generally equivalent to 10 per 
cent of the rates for 100 pounds of excess baggage, with 
a minimum rate of 10 cents per $100, and a minimum 
charge varying from 10 to 25 cents for increased valua- 
tion. The Commission finds that if the baggage is de- 
clared to be of more than 66 2-3 pounds’ value there 
may be an additional charge at the rate of 10 cents for 
each $100 of value or fraction thereof above such agreed 
maximum values of $100 on a full ticket and $50 on a 
half ticket. The change is to be made on or before 
December 31. 


MILLING COMPANY FINED. 

The Interstate Commerce Commission has received 
information to the effect that the federal court in session 
at Moscow, Ida., November 18, has accepted a plea of 
guilty to a one-count indictment by the Mark P. Miller 
Milling Co. for cross billing shipments of hay and grain 


for the purpose of defeating the rate. The evidence 
showed that it had been the general practice of the 
milling company falsely to bill shipments of hay, grain, 
etce., to intrastate points, but an investigation by -the 
Commission developed some instances in which the ship- 
ments moved to interstate destination. A fine of $2,500 
was assessed against Mark P. Miler and a like fine against 
the corporation, making a total fine of $5,000. 
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CURRENT TOPICS IN WASHINGTON 





Commission and Passenger Fares.— 
It will be a wonder if the Interstate 
Commerce Commission is not drawn 
into. politics this winter. All the 
diplomacy its members can command 
will be needed to avoid their being 
made, to all intents and purposes, de- 
fendants before some committee or 
committees of Congress. Even if they 
are able to avoid this, there is not the 
least doubt that they will find it nec- 
essary to do much educational work with regard to the 
increases which the carriers are proposing to make in 
suburban passenger fares. The public generally does not 
understand that, standing by itself, the passenger business 
of practically every carrier does not pay its way and 
probably never will until the railroads are allowed to 
make combinations whereby they will cut down the num- 
ber of trains between competitive points, or to classify 
passenger traffic so that that part which travels in the 
finest coaches will pay practically double what it does 
now, assuming that such a doubling of fares will not 
result in so curtailing the traffic as to make it wholly 
unprofitable. The commuter is the man who raises po- 
litical trouble when five cents is added to his daily trans- 
portation bill. The Philadelphia commuters are the ones 
who are now raising the question as to why they should 
be taxed higher because the Commission, in the exercise 
of its judgment, forbade a horizontal increase of five 
per cent in freight rates. They are placing the blame 
upon the Commission. They are appealing to their con- 
gressmen and to the members of the legislatures of Penn- 
sylvania and New Jersey. Inasmuch as the increases are 
to be made in nearly all states, how the political side of 
the proposition is to be avoided, is not one of the easiest 
questions to answer. 








State and Interstate Regulation.—Commissioner Clem- 
ents and Laurence B. Finn, in their speeches on the first 
day of the convention of the National Association of 
Railway Commissioners, certainly did define the issues 
that are growing up around the concurrent jurisdiction 
of the national and state regulating bodies. A reading of 
the addresses might lead to the inference that they had 
deliberately arranged for such a discussion, but, as a 
matter of fact, each, without consulting the other, spoke 
of what most impressed him. There is no question but 
that the competition in regulation, to use the phrase 
coined by Finn, is going to receive much attention this 
winter. The carriers intend asking for the repeal of two- 
cent passenger fare laws in a number of states. In doing 
so, they will be acting on the recommendation of the 
federal body. That fact alone will be sufficient to arouse 
the jeatousies that naturally lie at the foundation of the 
dual form of American government. During the winter 
another move that will draw attention to the competition 
will be that of the express companies asking the adoption 
of the I. C. C. scheme of stating express rates. During 
the ‘discussion of the report on express service and ex- 
press rates a number of the state commissions called 
attention to the fact that the adoption of the federal 
scheme of stating rates resulted in an increase of intra- 
State charges. The recommendation of the national com- 
mission that rates on “unremunerative commodities” be 
raised has been followed by higher rates on short hauls 
on grain, from one state to another. These are some 
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of the things that will tend to emphasize the competition 
between the state and federal regulators. 





Industrial Road Situation —The determination of the 
Commission to allow each industrial road to make a fight 
for divisions by direct attack upon its trunk-line con- 
nections has apparently reduced the hearings the Com- 
mission is having with regard to industrial roads not 
condemned in the original report to a minimum of interest. 
Inasmuch as each short road is to fight out the question 
as to whether it is or is not a common carrier with its 
connections, it is of minor importance now as to what 
facts are laid before the Commission. Under its decision, 
if it is of the opinion that a given road is not a common 
carrier or is not performing a transportation service, the 
burden of proving that it is not entitled to divisions or 
allowances rests upon the Commission, not upon the 
short road, to prove that it is a common carrier or a 
performer of common-carrier services for a trunk line. 
In the parlance of the impudent, each industrial road is 
entitled to remark, “I should worry,” when it is suggested 
that it should appear before the Commission in the further 
hearings. Its task is to prove to a trunk line that it is 
entitled to divisions or allowances. If it cannot do that, 
appearing before the Commission is a waste of time. 





Remarks by R. B. Prentis.—R. B. Prentis of the Vir- 
ginia commission, in discussing one of the reports sub- 
mitted at the convention of railway commissioners, said 
it was about time that the Interstate and state com- 
missions backed away from the proposition that there 
is no redress for the man who, notwithstanding the most 
diligent inquiry, has obtained the wrong rate and is then 
called upon to make good to the extent of his under- 
payment. He said that such a position makes the law 
establishing a rate worse than any ever published under 
the eaves by Draco. His laws could be read by those 
who were diligent enough to get ladders, but he submitted 
that no one has ever found a ladder long enough to 
make sure he has read the law making a rate from one 
point to another such and such a number of cents a 
hundred pounds. He said further, it was foolish for men 
as well acquainted with transportation as the commis- 
sioners are to say the letter of the statute must be fol- 
lowed, lest there be rebating. He said there was no 
reason why the rules of equity should not be applied to 
a situation in which a man, acting in good faith on a 
rate quoted to him by a railroad agent, has paid less 
than the lawful rate. He spurned the idea that the 
commissioners cannot detect schemes to procure a rebate 
or a scheme to allow a particular bidder in a given com- 
petition to obtain a contract by having some railroad agent 
quote a rate that is lower than the one actually pub- 
lished. Commissioner Atkinson of Missouri expressed the 
belief that the statutes of Missouri and Indiana on that 
point cover the subject fairly well without allowing the 
giving of rebates. A. E. H. 


WATERWAYS CONFERENCE RECOMMENDATIONS. 

Delegates to the Great Lakes Waterways Conference, 
held in Chicago, this week, urged the following proposi- 
tions: That navigation open on the Great Lakes March 
31; that Congress give the Interstate Commerce Com- 
mission power to suspend without ndtice coastwise regu- 
lations to permit competition with foreign carriers in 
the waterways trade; that the Interstate Commerce Com- 
mission be given power to prevent the railroads from dis- 
criminating in favor of water points to meet water 
competition. 
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Decisions of Interstate Commerce Commission 


DISCRIMINATION IN SWITCHING 


CASE NO. 6879 (32 I. C. C., 149-151) 
UNITED STATES BUTTON CO. VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO. 


Submitted Sept. 1, 1914. Decided Oct. 13, 1914. 


Defendant switches carload freight over its spur track located 
in Third street, Muscatine, Ia., between its connections 
and industries on the south side of said street, at fixed 
tariff charges, but refuses to perform a like switching serv- 
ice between its connections and complainant’s industry on 
the north side of said street at the same or any charge. 
On the facts of record; Held, That the effect of this prac- 
tice is to subject complainant to an unlawful discrimina- 
tion which defendant should remove. 


Dwight N. Lewis and J. H. Henderson for complainant. 
W. F. Dickinson, A. B. Enoch and Wallace T. Hughes 
for defendant. ; 
Report of the Commission. 


CLEMENTS, Commissioner: 

The complainant in this proceeding is a corporation 
engaged in the manufacture of pearl buttons at Muscatine, 
Ia. Its plant is located on the north side and adjoining 
the sidewalk of Third street in said city. Immediately 
south of and abutting on the street are located various 
other manufacturing plants, among which is a plant oper- 
ated by the Vienna Button Co., one of complainant’s com- 
petitors. The defendant owns and operates a spur track 
located in Third street, 10 feet from the south side thereof, 
over which it switches carload freight without charge 
between its own line and industries on both sides of the 
street. It also switches carload. freight between its con- 
nections and the industries located on the south side of 
the street, for which service it collects a fixed tariff 
charge, but refuses to perform a like switching service 
between its connections and complainant’s industry at 
the same or any charge. Complainant alleges that this 
practice subjects it to unjust discrimination and undue 
prejudice and disadvantage, as compared with the owners 
of industries located on the opposite side of the street, 
especially its competitor, the Vienna Button Co., in front 
of which and between its plant and defendant’s track, 
there is a 10-foot sidewalk. Defendant contends that the 
switching service performed by it between its own line 
and complainant’s industry is nothing more than a team- 
track service and is thus distinguished from the service 
named in its published tariff, which provides for switch- 
ing only between industries on the one hand and connect- 
ing lines on the other. It avers that under the law it 
cannot be required to open its team-track service to com- 
peting carriers; and that by the practice complained of 
it is endeavoring to confine its foreign line switching serv- 
ice to such industries as are in a position to load or 
unload the cars directly from or to the industries without 
the use of drays or carts. 

The record discloses no material difference in the 
character of the switching service, whether performed for 
complainant’s industry or for the industries on the south 


side of the street. The spur track is located close to 
the sidewalk on the south side, and is about 30 feet from 
the sidewalk on the north side of the street. Due to this 
situation there is in most instances some difference in 
the methods of loading and unloading the cars between 
complainant’s industry and the industries on the south 
side of the street. Carting or draying for the space of 
30 feet and handling over the sidewalk are required with 
respect to complainant’s industry, whereas loading and 
unloading from or to industries south of the street is 
generally accomplished by handling across the sidewalk 
or over platforms erected for the purpose. It was testi- 
fied that parts of the sidewalk on the south side of the 
street have been condemned and that platforms have 
been erected over such parts. In some cases, however, 
carting or draying from the car is found necessary in 
unloading for industries on the south side of the street 
in order to reach places of storage, but where carting or 
draying is necessary this switching service is not granted 
under defendant’s practices. 

In the center of the street there is a street railway 
track built to connect the street railway system of the 
city with its car barns, which are located immediately 
south of the street in the block directly opposite the one 
in which complainant’s industry is located. This track 
runs side by side with defendant’s spur track for part of 
the distance covered by the latter, and between it and 
complainant’s industry. ’ 

The defendant’s contention that the use of the spur 
track, in so far as now accorded to complainant, is merely 
a team-track service rests upon the fact that draying or 
carting is required to load or unload traffic from or. to 
complainant’s industry. It is insisted that to accord to 
complainant the use of the spur track for carload freight 
from or to the lines of other carriers would be to give 
to such carriers the use of defendant’s terminal facilities, 
and this it claims it cannot be required to do. 


Under the facts of record we do not think it material 
whether the spur track be called a team track or an in- 
dustrial track, or whether the service be called a team- 
track service or an industrial-track service. The record 
shows that draying or carting has been found necessary 
for unloading to industries on the south side of the street, 
as well as to complainant’s industry, and in some in- 
stances in the past freight consigned to an industry south 
of the street has been teamed to storage sheds north 
of the street. 


It was testified that about a year before the hearing 
the defendant issued instructions to its agents not to 
accept any more cars from foreign lines for placing on 
the spur track in Third street when consigned to indus- 
tries which required teams for unloading. This was occa- 
sioned in part by the fact that the owners of one of the 
industries on the south side of the street had been ac- 








November 21, 1914 


customed to team freight from cars on the spur»érack 
to other industries in a different part of the city; and 
it was also shown that prior to such instructions.it.had: 
been defendant’s practice to place cars from foreign lines 
on the spur track for unloading by industries on the north 
side of the street, other than complainant’s, and by in- 
dustries on other streets of the city as well. 

Defendant owns a number of spur tracks in Muscatine, 
and prior to the instructions referred to it seems to have 
been customary to place cars from foreign lines upon 
such tracks for unloading. Presumably the instructions 
were intended to put a stop to the general use by foreign 
lines of defendant’s terminal facilities intended for team- 
track delivery only, but its effect was also to put a stop 
to the placing of cars from foreign lines on the spur 
track in Third street for the use of complainant’s industry, 
and this for no other reason than that such industry, 
though located on the same street as industries still 
served by defendant, is about 30 feet further away from 
the spur track and requires draying or carting to unload 
the cars. 

Under the facts and circumstances shown of record 
we are of opinion and find that defendant’s refusal to 
provide for complainant the same switching service that 
it provides for industries on the south side of the street, 
amounts to an unlawful discrimination against complain- 
ant and subjects it to undue and unreasonable prejudice 
and disadvantage as compared with such other industries. 
We hold that so long as the defendant continues to place 
cars upon the spur track in Third street, to be loaded 
or unloaded for the benefit of industries located on the 
south side of the street, it should accord the same switch- 
ing service to complainant’s industry. 

An order will be entered requiring defendant to re- 
move the discrimination herein found to exist. 





ORDER. 


It is ordered, that the above-named defendant be, and 
it is hereby, notified and required to cease and desist, on 
or before Dec. 31, 1914, and thereafter abstain from re- 
fusing to perform switching services, at the same rate 
or charge therefor, between its connections and the in- 
dustry operated by complainant, United States Button Co., 
located on the north side of Third street, Muscatine, Ia., 
so long as it shall continue to switch carload freight over 
its spur track in said Third street, between said con- 
nections and industries located on the south side of said 
Third street. 

It is further ordered, That this order shall continue 
in force for a period of not less than two years from the 
date when it shall take effect. 


FABRICATION IN TRANSIT 


CASE NO. 6023 (32 I. C. C., 185-187) 
MIDDLETOWN CAR CO. VS. PENNSYLVANIA RAIL- 
ROAD CO. ET AL. 


Submitted March 30, 1914. Decided Nov. 3, 1914. 


The complaint seeks the extension of the _ fabrication-in- 
transit privilege applicable to bridge and building steel, and 
to steel entering into underframes for railroad cars. Held, 
That there is no peculiar requirement incident to the 
pressed steel car industry, as is the case in the bridge 
and structural steel industry, which necessitates the exten- 
sion of the fabrication-in-transit privilege to the pressed 
steel car industry with respect to the steel underframes 
for railroad cars. 


~ 


Roland R. Marchant for complainant. 
Henry Wolf Biklé for Pennsylvania Railroad Co. 
C. S. Belsterling for American Bridge Co., intervener. 
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Report of the Commission. 


McCHORD, Commissioner: 

The complainant in this case seeks to have the fabri- 
cation-in-transit privilege extended to the steel-car indus- 
try. The complainant constructs railroad cars and car 
parts. Its plant is located on the lines of the Pennsyl- 
vania Railroad Co. at Middletown, Pa., 255 miles to the 
east of Pittsburgh: Under defendant’s tariff G. OI. C. C. 
No. 4143, rule No. 1, iron and steel articles may be fabri- 
cated in transit when to be used for bridges, buildings 
and tunnels at various stations, at plants having direct 
track connection. The rate under the conditions and rules 
governing the tariff is 2 cents in addition to the through 
rate. The iron and steel articles include angles, bars 
and beams, and some 13 other articles which enter into 
the construction of bridges, structural iron for buildings 
and tunnels. It is contended that certain fabricated parts 
for steel cars are fabricated from these iron and steel 
articles under practically the same methods as are used 
in fabricating structural steel for bridges and buildings. 
The iron and steel articles used by the complainant, and 
by the different competitors of the complainant, are ob- 
tained from the Pittsburgh steel territory. 


It is shown that the through rate from Pittsburgh to 
Curtis Bay, Md., on these iron and steel articles in car- 
loads is 14% cents per 100 pounds. The rate from Pitts- 
burgh to Middletown is 15 cents per 100 pounds, and the 
rate on the fabricated article from Middletown to Curtis 
Bay is 9 cents, making a total rate of 24 cents from Pitts- 
burgh to Curtis Bay when fabrication is performed in 
Middletown. In further support of the claim of the com- 
plainant, it is shown that the rate on the iron and steel 
articles mentioned from Pittsburgh to Butler, Pa., which 
is 45 miles east, is 3 cents pér 100 pounds, and the rate 
from Butler to Curtis Bay on the fabricated article is 
14% cents per 100 pounds, or a total rate of 17% cents 
from Pittsburgh to Curtis Bay when the article is fabri- 
cated in Butler, where the Standard Car Co., one of the 
complainant’s competitors, is located. It is contended, 
therefore, that in order to relieve the complainant from 
this apparent discrimination in the rate adjustment the 
fabrication-in-transit privilege should be extended, and the 
above-cited tariff provision made to apply, and complain- 
ant accorded a rate to Curtis Bay equal to the through 
rate from Pittsburgh to Curtis Bay plus the 2 cents for 
fabrication in transit. 

The complaint does not allege that the rate from 
Middletown to Curtis Bay on the fabricated article is per se 
unreasonable or discriminatory, but its allegations are con- 
fined to the unjust discrimination practiced by the de- 
fendants in not extending to it the fabrication-in-transit 
privilege enjoyed by fabricators of bridge and structural 
iron and steel. At the hearing it was expressly stated 
by the attorney for the complainant that the claim was 
for the extension of fabrication in transit to complainant 
at Middletown; and it was further stated that there was 
no contention that the rates in effect were either un- 
reasonable or discriminatory, and no proof was submitted 
which would support a finding that the present rates are 
unreasonable or discriminatory. We will therefore confine 
ourselves to a consideration of the advisability of ex- 
tending the fabrication-in-transit privilege as now enjoyed 
by fabricators of bridge and structural iron and steel to 
the steel-car industry. 4 

As indicated by the decisions; the Commission has 
always been reluctant to authorize the extension of mill- 
ing-in-transit, fabrication-in-transit, and kindred privileges, 
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and this policy was recently reiterated in Fabrication-in- 
Transit Charges, 29 I. C. C., 70 [The Traffic World, Feb. 
7, 1914, p. 267]. Unless some compelling reason is made 
to appear such complaints are usually denied. 

Structural iron and steel used for bridges and build- 
ings is of necessity fabricated at mills far removed from 
the location of the bridge or building, and it is essentially 
inexpedient to set up the necessary machinery for such 
fabrication at the location of the bridge or building. This 
is the circumstance and condition of things which has 
warranted the extension of the privilege to this particular 
industry. 

There is no reason why the underframes for steel 
cars cannot be made at the plant at which the other 
parts of a car are constructed and assembled, and in 
practice it is customary for this to be done; and no other 
reason has been advanced for the extension of this privi- 
lege to the particular industry complaining, other than 
that the fabricated article was very similar to the articles 
used in bridges and buildings. The fact that the fabri- 
cated articles are similar cannot, standing alone, warrant 
a similarity of treatment where it also appears that the 
similar articles are in nowise competitive. It is rather 
the particular necessity arising from the requirements of 
a peculiar situation that has given rise to this privilege 
in the bridge and _ structural steel industry, and this 
necessity is lacking, as before pointed out, in the steel-car 
industry. 

It is not complained that any other manufacturer or 
fabricator of steel-car parts enjoys this privilege. 

From the above it is the conclusion of the Com- 
mission that no discrimination results from the provisions 
carried in the defendant’s tariff as above stated and that 
the complainant has not shown facts which warrant an 
extension of the fabrication-in-transit privilege to the in- 
dustry in which it is engaged. 

An order will be accordingly 
complaint. 


entered dismissing 


ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


SHREVEPORT-TEXARKANA RATES 


1. & S. NO. 396 (32 I. C. C., 180-184) 
CLASS AND COMMODITY RATES BETWEEN SHREVE- 
PORT, LA... AND TEXARKANA, ARK.-TEX. 
FOURTH SECTION APPLICATION NO. 620. 


Submitted Aug. 3, 1914. Decided Nov. 2,:1914. 


1. Proposed increased class rates between Shreveport, La., and 
Texarkana, Ark.-Tex., and proposed increased rates on beer, 
beer substitutes and agricultural implements in carloads 
from Shreveport to Texarkana and on candy in less than 
carloads from Texarkana to Shreveport, found to be justi- 
fied. 

2. That portion of Fourth Section Application No. 620, filed on 
behalf of respondents, which seeks authority to continue 
rates on classes and commodities between Shreveport, La., 
and Texarkana, Ark.-Tex., which are lower than the rates 
on classes and commodities from, to and between inter- 
mediate points, denied. 


Edward F. Hollies for Texarkana Freight Bureau. 

George T. Atkins, Jr., for Shreveport Chamber of 
Commerce. 

S. W. Moore and J. M. Souby for Kansas City Southern 
Railway Co. and Texarkana & Fort Smith Railway Co. 

C. Schonfelder, Jr., for Texas & Pacific Railway Co. 
and St. Louis Southwestern Railway Co. 

Report of the Commission. 

MEYER, Commissioner: 

By tariffs under investigation in this proceeding, filed 
to become effective March 8, 1914, respondents propose to 
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increase certain of the class rates between Shreveport, La.., 
and Texarkana, Ark.-Tex., and the rates on beer, beer 
substitutes and agricultural implements in carloads from 
Shreveport to Texarkana, and the rate on candy in less 
than carloads from Texarkana to Shreveport. Upon pro- 
tests by the Texarkana Freight Bureau and the Shreveport 
Chamber of Commerce, the tariffs were suspended by the 
‘Commission until Jan. 6, 1915. 

Texarkana is on the boundary line between Arkansas 
and Texas, north of Shreveport, approximately 72 miles, via 
the Texas & Pacific Railway, 73 miles via the Kansas 
City Southern Railway, 92 miles via the St. Louis South- 
western Railway, and 141 miles via the Louisiana & Arkan- 
sas and St. Louis, Iron Mountain & Southern railways. 
Shreveport is on the Red River, and both cities are jobbing 
centers. 

That portion of Fourth Section Application No. 620, 
filed by F. A. Leland, agent, on behalf of respondent car- 
riers, which seeks authority to continue rates on classes 
and commodities between Shreveport and Texarkana 
which ‘are lower than the rates on classes and commodities 
from, to and between intermediate points, was heard in 
connection with this proceeding and will be disposed of 
in this report. . 

Respondents contend that the proposed class rates are 
necessary to eliminate from the rates from New Orleans 
to Texarkana violations of that provision of the fourth sec- 
tion which makes it unlawful “to charge any greater com- 
pensation as a through route than the aggregate of the 
intermediate rates subject to the act.” They say that it 
is not practicable to eliminate such violations by increas- 
ing the rates from New Orleans to Shreveport, inasmuch 
as those rates are wholly intrastate and are controlled by 
the Railroad Commission of Louisiana. They further say 
that to eliminate the fourth section violations by pub- 
lishing through rates from New Orleans: to Texarkana 
equal to the present Shreveport combinations would in- 
vite demands from Memphis for substantial reductions in 
the rates from that point to Texarkana, and that inas- 
much as the rates from Memphis and St. Louis to southern 
points are closely related, any reductions in the Memphis 
rates would be followed by demands from St. Louis for 
similar reductions, which if granted would call for corre- 
sponding reductions from points in defined territories north 
and northeast of Memphis. It was testified on behalf of 
respondents that in some instances the present rates to 
Texarkana from defined territories, when added to the 
rates from Texarkana to points in northeast Texas, make 
lower than the basis ordinarily applicable, and that any 
reductions in the rates to Texarkana from defined terri- 
tories, including Memphis and St. Louis, would tend to 
aggravate a situation already involved and difficult to han- 
dle with justice to all parties concerned. 

The present and proposed class rates, in cents per 
100 pounds, between Shreveport and Texarkana and the 
increases that would result if the suspended tariffs should 
become effective are shown in the table next below: 


NN ttcicn canga'e os aero i oe Ae ee eee 


=} 


Present rate ....... 50 39 25 20 17 18 15 15 15 12 
Proposed rate ......§ 0 43 33 26 22 24 20 18 16 12 
ge aa 4 8 6 5 6 5 3 = 


The class rates from New Orleans to Shreveport and 
the through class rates from New Orleas to Texarkana are 
shown in the following table: 


I ii si iaenn waa ect e+ 2 6 €4@ & Sk Sa Ss 
To Shreveport ..... 60 50 40 30 22 25 20 17 16 15 
To Texarkana ..... 110 93 73 56 44 49 40 35 32 23 


A comparison of the rates in these tables shows, ex- 
cept as to class E, that the proposed class-rate increases 
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between Shreveport and Texarkana are the exact amounts 
necessary to equalize the combinations on Shreveport 
with the through rates from New Orleans to Texarkana. 

It was said as to some of the carriers that where 
no specific rates exist between Shreveport and Texarkana 
distance rates apply, and that a further purpose of the 
proposed increases is to bring the rates more nearly in 
line with those carried by respondents in their distance 
tariffs in this territory. 


The present class rates between Shreveport and Tex- 
arkana have been in effect since June 15, 1911. For some 
time prior to that date the rates were the same as now 
proposed on the classes 2 to 5, inclusive, and A and B. 
They were higher than the rates proposed on the classes 
C, D and E. 

Tables were submitted by both parties showing rates 
for similar distances in the same general territory, both 
state and interstate, in comparison with the rates under 
investigation. While the comparisons are not particu- 
larly illuminating, we think their general tendency is to 
support the proposed increases. Respondents refer espe- 
cially to class rates in Louisiana and Arkansas, and to 
rates in other portions of this general territory, for dis- 
tances of 70 to 75 miles, which are in most instances higher 
than the rates under investigation. They contend that by 
the proposed increases they have endeavored to bring 
about a normal and reasonable adjustment, both with re- 
spect to questions of violations of the fourth section and 
with respect to the reasonableness of the rates themselves, 
and to do so in such manner as would not result in dis- 
turbing the entire rate adjustment from New Orleans, 
Memphis, St. Louis and defined territories to Texarkana 
and to common points in Texas. 


At the outset it should be stated that the reason- 
ableness of the proposed increases cannot be established 
by pointing to the fourth section violations which are 
thereby obviated. The distance New Orlea.s to Shreve- 
port is 326 miles, and from Shreveport to Texarkana 
72 miles. A comparison with the class rates from New 
Orleans to Shreveport shows that, at least in so far as dis- 
tance is concerned, the present as well as the proposed 
Shreveport to Texarkana rates are entirely out of propor- 
tion. In Texarkana Freight Bureau vs. St. L. I. M.:& S. 
Ry. Co., 28 I. C. C. 569 (The Traffic World, Jan. 3, 1914, 
p. 9), the water competition which formerly prevailed at 
Shreveport was found to have disappeared, and the situa- 
tion of Shreveport on the Red River was no longer re- 
garded as an excuse for the maintenance of lower rates 
from St. Louis, Kansas City, Memphis and defined terri- 
tories to Shreveport than are contemporaneously main- 
tained from the ‘same points to Texarkana. However, 
whether or not, all circumstances considered, the New 
Orleans to Shreveport rates are disproportionately low is 
not a question now before us. 


The first class rate between Shreveport and Texar- 
kana, as to which no increase is proposed, is 50 cents. 
In the case of Iowa State Board of Railroad Commission- 
ers vs. A. E. R. R. Co., 28 I. C. C., 563 [The Traffic World, 
Jan. 3, 1914, p. 6], we had under consideration the class 
rates between interior Iowa points and Colorado and Utah 
common points. In that case we applied a rule ‘of per- 
centages of the first class rate in determining what the 
rates on the classes below the first should be. 

The relation of the classes thus established is as 
follows: 


1 2 3 ts 2. 2D FF 
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While the rule was not intended for universal appli- 
cation, it is interesting to note that if applied in this case 
it would result in rates on the second, third and fourth 
classes almost identical with the proposed rates as to 
those classes. The record shows that the movement of 
traffic between Shreveport and Texarkana is confined 
almost entirely to the first four classes. The proposed 
rates on the remaining classes also bear a relationship 
to the first class rate and to each other which is more 
nearly like that established in the Iowa case than that 
of the rates at present in effect. Furthermore, the rates 
from New Orleans to Shreveport and from New Orleans 
to Texarkana bear a relationship to each other very, 
nearly the same as that prescribed in the Iowa case. 
Consequently it appears that of these rates the present 
Shreveport-Texarkana rates alone are out of alignment 
in so far as their relationship to each other is. concerned. 
In this connection we call attention to the following 
language, which was used in Iowa State Board of Rail- 
road Commissioners vs. A. E. R. R. Co., 28 I. C. C., 563, 
565: 

The Commission has long realized the desirability of estab- 
lishing some common percentage which all classes should bear 
to the first-class rate, so that the naming of the first-class rate 
would automatically fix that of every other class. It has not 
felt free, up to the present time, to esablish such a percentage 
for use in all parts of the country. The rates established by 
the carriers themselves present endless and very wide differ- 
ences in the relation between the classes. To apply the same 
percentage relation in every part of the country would be to 
throw out of proportion the rates prescribed by the Commission 
as compared with other rates in effect in that territory, and 
therefore to create confusion and discrimination instead of se- 
curing uniformity and equal treatment. 

The present commodity rate on beer and beer sub- 
stitutes in carloads from Shreveport to Texarkana is 17 
cents per 100 pounds. In thé reverse direction the class 
rates of 17 cents on beer and 25 cents on beer substitutes 
apply. The present commodity rate on “parts of agricul- 
tural implements,” in carloads, from Shreveport to Tex- 
arkana, is 12 cents per 100 pounds, but in the reverse 
direction the rate is 18 cents. Respondents propose to 
cancel these commodity rates and to leave in effect class 
rates in both directions of 22 cents on beer, 33 cents on 
beer substitutes, and 24 cents on agricultural implements. 
The present rate on candy in less than carloads from 
Texarkana to Shreveport is the third class rate of 25 
cents per 100 pounds. Respondents propose to establish 
in lieu thereof a commodity rate of 31 cents, which would 
involve an inctease of 6 cents. The record shows that 
the movement of these commodities between Shreveport 
and Texarkana is irregular and the volume very light. 
It was said that for the last six months of 1913 there 
was no carload movement of beer or beer substitutes, or 
of agricultural implements, and no movement of candy 
at all. In Advance Thresher Co. vs. C. & N. W. Ry. Co., 
15 I. C. C., 599 [The Traffic World, April 17, 1909, p. 534], 
we held a rate of 35 cents per 100 pounds on agricultural 
machinery in carloads from Bancroft, Tex., to Crowley, 
La., a distance of 96 miles, to be a reasonable rate. Re- 
spondents refer to rates on beer and beer substitutes in 
carloads from 35 cents to 40 cents per 100 pounds main- 
tained between points on the Louisiana & Arkansas and 
the Louisiana & Northwestern railways for distances 
of 70 to 75 miles, and. to rates maintained by the same 
lines for like distances on candy in less than carloads of 
47 to 54 cents per 100 pounds. As to the commodity 
rates in question, the facts of record are meager and 
unsatisfactory, but on the whole we think that the pro- 
posed increased rates, especially in view of the very 


light movement of the commodities between Shreveport 


and Texarkana, should be allowed to become effective, 
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but without prejudice to formal complaint hereafter, should 
just grounds therefor appear. 

On the facts of record we are of opinion and find 
that respondents have justified the proposed increased 
rates. We further find that the relief sought by respond- 
ents from the rule of the fourth section, in so far as in- 
volved in this proceeding, should not be granted. The 


suspension orders will be vacated, and an order will be 
entered denying the relief sought under the fourth section 
application. 


ORDERS. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the opera- 
tion of said schedules be, and they are hereby, vacated 
and set aside as of Dec. 15, 1914. 

It is further ordered, That copies hereof be forthwith 
served upon F. A. Leland, agent, and upon the carriers 
respondent herein, parties to said schedules, and a copy 
hereof be filed with the said schedules in the office of 
the Commission. 


Fourth Section Order No. 4443. 

It is ordered, That that portion of said application, 
No. 620,°which asks for authority to continue class and 
commodity rates between Shreveport, La., and Texarkana, 
Ark.-Tex., which are lower than rates concurrently in 
_ effect on like traffic from? to, and between intermediate 
points be, and the same is hereby, denied, effective Dec. 
15, 1914. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


November 13, in I. and S. No. 514, the Commission 
suspended from November 15 until March 15 items in 
the following tariffs: 

Countiss—I. C. C. Nos. 996, 997. 

McCain—I. C. C. Nos. 15, 16. 

Morris—I. C. C. Nos. 478, 479. 

(Transcontinental Freight Bureau Westbound Tariffs.) 

The items provide that when shipper delivers a car 
under refrigeration with specific notice to carriers that 
it is not to be reiced in transit, a charge of $17.50 will 
be made. This affects shipments originating at points 
located in Illinois, Kansas, Oklahoma and various other 
states, destined to the Pacific coast and to intermediate 
territory. The present tariffs, generally, provide for a 
charge of $7.50 per car. 

November 13, by fourth supplemental order in I. and 
S. No. 518, the Commission suspended from November 
15 until March 15 items in the following tariffs: 

Countiss—I. C. C. Nos. 996, 997. 

McCain—I. C. C. Nos. 15, 16. 

Morris—I. C. C. Nos. 478, 479. 

The items cancel concentration rates on butter, eggs 
and poultry to points in Kansas and other states on 
traffic destined to the Pacific coast, which results in an 
increase. The increases are similar to those under sus- 
pension covered by previous orders in the same docket. 

November 13, in I. and S. No. 540, the Commission 
suspended from November 16 until March 16 items in 
the following tariffs: 

St. Louis Southwestern—I. C. C. No. 3342. 

Leland—Sup. 21 to I. C. C. No. 988, Sup. 23 to I. C. C. 
No. 988. 

The schedules increase by 1 and 2 cents rates ap- 
plicable to the transportation of yellow pine lumber, in 
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carloads, from points in Arkansas, Louisiana and Texas 
to Sioux City. The present rates to Sioux City are 28 
and 29, the proposed rate, 30 cents. 

November 13, in I. and S. No. 542, the Commission 
suspended until March 16 schedules in the following tar- 
iffs which were to become effective, except as otherwise 
noted, on November 16: 

Hosmer—I. C. C. No. A-562, I. C. C. 7». A-564. 


Sup. 1 to I. C. C. No. A-564 (effective Dec. 16, 1914). 

The schedules increase rates on grain products and 
seeds from Minneapolis and other points via rail and 
lake to Buffalo and other points. The present rate on 
grain products, carloads, to Buffalo, is 18.5, the proposed 
rates is 19.7. Rates to other points are increased as 
much as 15 per cent. 

November 14, in I. and S. No. 543, the Commission 
suspended: from November 15 until March 15 items in the 
following tariffs: 

Emerson—Sups. 59 and 60 to I. C. C. No. 8. 

Hosmer—Sup. 20 to I. C. C. No. A-416. 

Sup. 20 to I. C. C. No. A-428. 

The items reduce rates on imported low-grade black- 
strap molasses, moved in tank cars, from New Orleans, 
La., and Port Arthur, Tex., to Kansas City, Mo., and to 
certain other points. The present rate from New Orleans 
to Kansas City is 21 cents, and the proposed rate is 
17. These tariffs do not provide for like reduction in 
rates to St. Joseph, Mo., Atchison, Kan., and other points 
usually grouped with Kansas City. 

November 16, in I. & S. No. 544, the Commission 
suspended until March 15 the operation of the following 
tariffs, which were to become effective as indicated: 

Chicago & Northwestern Railway Co—Stp. 5 
I. C. C. No. 7527, effective Nov. 15, 1914. 

Chicago, Milwaukee & St. Paul Railway.—C., M. & 
St. P. I. C. C. No. B-29838, effective Nov. 16, 1914. 

The schedules increase rates on sand and gravel, 
in carloads, from certain points in Wisconsin to Chicago, 
Ill. The proposed increases amount to one-half and 
three-fourths cents per 100 pounds. The present rate 
from Beloit and Janesville, Wis., is 13% cents per 100 
pounds, and the proposed rate is 2% cents per 100 
pounds. 

November 17, issued November 19, by sixth supple- 
mental order in I. and S. No. 523, the Commission sus- 
pended until January 29 schedules in the following tariffs 
which were to become effective upon the dates indicated: 

Buffalo, Rochester & Pittsburgh—Sup. 4 to I. C. C. 
No. 4359, effective November 20. 

Central New York Southern Railroad Corporation— 
Sup. 1 to I. C. C. No. F-6, effective December 12. 

Detroit, Toledo & Ironton—Sup. 1 to I. C. C. No. 8, 
effective December 1. 

Lehigh & New England—L. & N. E. R. R., I. C. C. No. 
A-3029, effective December 1. 

Louisiana Railway & Navigation Co.—Sup. 1 to I. C. C. 
No. A-583, effective December 17. 

Missouri, Kansas & Texas—Sup. 2 to I. C. C. No. 
A-3983, effective December 5. 

New Orleans, Texas & Mexico, J. D. O’Keefe, receiver 
—Sups. 10 and 11 to I. C. C. No. A-93, effective Novem- 
ber 22. 

Oregon Short Line Railroad Co.—I. C. C. No. 1955, 
effective November 25. 

Washington, Baltimore & Annapolis Electric Rail- 
road—I. C. C. No. 55, effective November 30. 

The schedules increase the demurrage charge on per- 
ishable freight in refrigerator cars. 
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Annual Convention of N. A. R. C. 


Friction Between State and Federal Regulating Bodies in Evidence—Addresses by Commissioner 


Clements, L. B. Finn and Charles A. Prouty—Clifford Thorne Elected President— 
Some of the Committee Reports—Rival Proposed Amendments 
to Interstate Commerce Act 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The twenty-sixth annual convention of the National 
Association of Railway Commissioners was held in Wash- 
ington this week. Delegates from twenty-seven states 
and one from Canada were in attendance. The growing 
friction between the state and federal regulating bodies, 
the decline in the net income of the express companies, 
physical valuation and proposed amendments to the act 
to regulate commerce, put forward because Texas and 
some of the other state commissions believe the Shreve- 
port case decision limits the state rate-emaking power 
unduly constituted the topics that most interested the 
members of the Commission. 

Clifford Thorne of Iowa was advanced to the presidency 
for the coming year, R. B. Prentis of Virginia from the 
second to the first vice-presidency and Max Thelen of 
California was made second vice-president. William H. 
Connolly, on motion of Mr. Burr of Florida, was re- 
elected secretary “for life,” and James Blaine Walker of 
New York was made assistant secretary. He is connected 
with the second district untilities commission of New 
York. 

John M. Eshleman was nominated for president on 
the theory that because the next convention is to be held at 
San Francisco, California should be honored by having 
the presidency bestowed upon a Californian, but Mr. 
Eshleman said he was singing his swan song and would 
not be a member of the convention next year. He has 
been elected lieutenant-governor of California. 

Director Prouty, in his address on valuation work, 
told one large fact which has been generally overlooked, 
and that is that the original cost of railroads cannot be 
ascertained by the accounting officers except at a cost 
of at least $100,000,000, and that, so far as that part of 
the law’s mandate is concerned, the Commission has an 
impossible task. He based that assertion on the facts 
ascertained in an attempt to recast the accounts of the 
Texas Central and the New Orleans, Texas & Mexico, 
two short roads, one of which is 10 and the other only 
21 years old. Mr. Prouty says the cost was prohibitive, 
even if sufficient accountants could be obtained. He said 
that the cost of making the valuation to the railroads 
will be from $25,000,000 to $35,000,000 and to the govern- 
ment about $12,530,000, if no attempt is made to find the 
“original cost to date,” which is what was attempted in 
the case of the two roads mentioned. He thinks the 
work, throwing aside that part of the law’s mandate, can 
be finished in four years from next July, if Congress pro- 
vides sufficient money. 

Amendments to the Act. 

Thursday was devoted to the discussion of the report 
of the committee on amendments to the Act to regulate 
commerce. That discussion was merely a threshing over 
of the Shreveport case, with Commissioner Williams of 
the Texas commission, chairman of the committee, up- 
holding the Texas end and Assistant Attorney-General Bar- 
row, speaking for Commissioner Taylor of the Louisiana 
commission, upholding the action of the Interstate Com- 
merce Commission. They proposed rival amendments to 
the act. The Louisiana proposal was as follows: 


“Resolved, That it is the opinion of this Association 
that the Act to regulate commerce should be amended by 
adding to the first section thereof, immediately following 


the proviso in the first paragraph thereof, the following, 


viz.: ‘And provided further, that, whenever the Interstate 
Commerce Commission, in the exercise of its authority 
under this act and its amendments, upon complaint filed 
and investigation made, finds that unjust discrimination 
arises out of the relation of intrastate rates to interstate 
rates, as a result of the failure of the carrier or carriers 
to extend the intrastate rates to interstate commerce, 
where the circumstances and conditions surrounding the 
interstate and the intrastate transportation are similar, 
and the intrastate rates have been fixed and established 
and are maintained by state authority, the intrastate rates 
so established by state authority shall be considered by the 
Interstate Commerce Commission as prima facie rea- 
sonable.’ ” : 

The Texas proposition was as follows: 

“Resolved: That, in the opinion of this association, 
the Act to regulate commerce should be amended to in- 
creast the number of Commissioners to nine (9), to be 
divided by the Commission itself into three (3) sections 
to correspond with a similar territorial division of the 
United States, with suitable provision for a hearing by 
the whole Commission where more than one section is 
affected, or the Commissioners composing the single 
section are divided in opinion, and in other suitable 
cases, 


“Resolved: That, in the opinion of this association, 
the Act to regulate commerce should be amended by 
adding to the first section thereof immediately following 
the present proviso the following: ‘And provided that 
nothing in this act nor the exercise of any authority by 
the Interstate Commerce Commission by virtue hereof 
shall absolve .any railroad or other common carrier 
from obeying any rate, rule, regulation or practice of 
any state with respect to the transportation of pas- 
sengers or property, or the receiving, delivery, storage 
or handling of property wholly within one state and not 
shipped to or from a foreign country, from or to any 
state or territory, as aforesaid, unless and until such 
common carrier shall have secured the judgment of a 
court of competent jurisdiction, holding such rate, rule, 
regulation or practice imposed, as aforesaid, to be un- 
reasonable and unlawful.’ ” 


Clements and Finn Speak. 


At no time since railway regulation has been at- 
tempted has the situation appealed so strongly as now 
for full, frank and courageous co-operation between. state 
and federal authorities for the reaching of concurrent 
and uniform recognition of underlying principles to be 
applied to regulation, to the end that the great object, 
just and reasonable rates, shall be attaiaed. That was 
the principal thought expressed in the address of wel- 
come made by Judson C. Clements, acting chairman 
of the Interstate Commerce Commission, on November 
17. For illustrative purposes he pointed out that unless 
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there be uniformity in state policy the discriminations 
against which regulatory legislation is aimed will be 
perpetuated and the great end defeated. He said 
that a state which declares a policy of low passenger 
fares places a burden on jnterstate commerce which 
must be borne by states which allow higher fares. The 
same is true with regard to low scales of freight rates. 

Laurence B. Finn, president of the association, in 
his annual address, in a quiet way, but in a way that 
could not be misunderstood, pointed out that if the Inter- 
state Commerce Commission is to ignore state-made 
rates, as it has announced in a number of cases that 
it will, then the discriminations will continue. He re- 
ferred to the conflict created by the determination of 
the federal body to ignore state-made rates, when, in 
its opinion, they constitute a burden on interstate com- 
merce as “competition in regulation,’ calculated to 
perpetuate the discriminations complained of. He said 
it created many novel questions. 

“Suppose a state commission has fixed intrastate 
rates, and the courts have refused to hold them to be 
unreasonable; subsequently these rates are investigated 
by the Interstate Commerce Commission, and are found 
to discriminate against interstate commerce. On an 
appeal to the court the state rates are found not to be 
confiscatory; on an appeal to the Federal Supreme Court, 
the finding of the Interstate Commerce Commission that 
they are discriminatory is sustained, which judgment 
shall prevail? If the former judgment prevails the dis- 
crimination continues. If the judgment concerning the 


act of the Interstate Commerce Commission prevails, 
then the state is deprived of rates which the courts 
refused, on the first appeal, to condemn.” 


He was referring to the situation created by the 
Shreveport case, not particularly as applied to Louisiana 
and Texas, but as applied to the middle western states, 
in which the Interstate Commerce Commission refused 
to recognize the two-cent passenger fare laws of Okla- 
homa, Arkansas and Missouri, which two-cent-fare law 
had run the gauntlet of the courts and had won out on 
the theory that the state-made rates were not con- 
fiscatory. 

Judge Clements, in his address, plainly indicated 
that he believes there must be a getting together of 
the state and federal authorities to the end that the 
policies of different states will not cast a burden upon 
interstate commerce such as the federal regujating body 
will have to recognize and remove. The fair inference 
to be drawn from President Finn’s address is that there 
must be more recognition of the right of a state to 
have a policy with regard to rates within the state than 
has been accorded by the federal body. 

These addresses, together with the reports of the 
executive committee, by Robert R. Prentis of Virginia, 
and that of the secretary, W. H. Connolly, took up the 
whole of the first sitting. Mr. Connolly’s report showed 
there were 247 members. 


Prouty on Valuation. 


The real work began Wednesday afternoon, when 
Charles A. Prouty discussed physical valuation work, and 
the committee on physical valuation, of which Halford 
Erickson of Wisconsin is chairman, made its report. The 
whole of the afternoon was devoted to that subject. 

Mr. Prouty’s address was made the special order for 
2:00 o’clock Wednesday afternoon, and it brought out the 
greatest attendance of the session. He discussed the sub- 
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ject on the assumption that it will have a profound effect 
upon the discussion as to what manner of treatment shall 
be given the railroads. The primary question he held to 
be given the railroads. His remarks are printed elsewhere. 

Before Mr. Prouty began his address the convention 
received the reports of the grade crossing and statistical 
committees. The grade crossing report brought on a dis- 
cussion of the safety-first movement. 

At the Tuesday afternoon session the convention 
unanimously voted to hold the next meeting at San Fran- 
cisco October 12. That was in accordance with the under- 
standing reached two years ago, and renewed a year ago, 
that the 1915 convention should be held in the Pan-Amer- 
ican exposition city. 


The Tuesday afternoon session was devoted largely 
to a discussion of what seemed to be one of the least 
important of reports, that on railway service and railway 
accommodations, made by Chairman Hughes of the Ohio 
commission. He expressed the belief that more deaths 
are caused by improper ventilation of train coaches and 
waiting rooms than by train accidents. He suggested 
that the dust in sleeping: cars is most conducive to germ 
breeding, especially when proper ventilation is lacking. 
As to toilet arrangements, on trains and at stations, they 
do not meet the requirements of decency and will not 
be used by persons of respectability. 

These recommendations brought out opposition from 
Commissioners Hall of Nebraska, Prentis of Virginia, 
Richards of South Carolina and others, because Chairman 
Hughes moved that the report be adopted instead of 
merely received. On a division its adoption was ordered 
by a vote of 25 to 23. Extracts from this report are 
printed in the Short Haul department of this issue. 


Secretary Connolly read the car service, demurrage, 
reciprocal demurrage and storage rules and charges report, 
owing to the absence of Chairman Aitchison, a member of 
the Oregon commission. The report favors reciprocal de- 
murrage. It recommends that there be a meeting be- 
tween the committee of the association and the National 
Industrial Traffic League demurrage committee and the 
committee on relations between the ‘railroads of the 
American Railway Association on the subject they are 
all considering. 


The important matter of express rates and express 
earnings reported by Martin S. Decker, chairman of the 
committee on express service and express rates, provoked 
little discussion. It showed that the gross operating reve- 
nues fell from $168,800,000 for the fiscal year ending June 
30, 1913, to $158,000,000 for the year ending last June, 
yet the operating income fell from $4,413,459 to the 
pitiable sum of $404,529. The report made no attempt 
to analyze the figures. Clifford Thorne said that there 
is nothing on the face of the figures to show juggling, 
yet they are so startling as to warrant the suggestion 
that the committee should be continued for another year, 
with instructions to analyze them. 

It was decided to add a representative of the Cana- 
dian commissioners to the committee, composed of one 
member from each state. Chairman Decker was author- 
ized to have the work done by a sub-committee consist- 
ing of two members from each zone. In the informal 
discussion it was stated that the adoption of the federal 
scheme of express rates increases the intrastate rates, 
yet Commissioner Barrow announced that the American 
Express Co. is trying to withdraw from Louisiana. Com- 
missioner Henshaw of Oklahoma evoked applause by say- 
ing that an express company is as necessary to a railroad 
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as mistletoe is to an oak tree, and he was glad the fig- 
ures indicated a disappearance of express companies. 


ADDRESS OF CHARLES A. PROUTY 


Charles A. Prouty, director of valuation of the In- 
terstate Commerce Commission, began his address before 
the National Association of Railway Commissioners by 
stating that there are certain questions of fundamental 
importance that must be finally passed upon by the Com- 
mission itself, and that it would be improper to express 
his opinion of such questions. He was glad, he said, to 
make something in the nature of a report on the develop- 
ment of the valuation work. This valuation, he said, 
is national, but it is also made by state lines. When 
completed the report of the Interstate Commerce Com- 
mission should show the value of. property of the carriers 
embraced both as a whole and in each individual state. 

“Probably the most important practical question be- 
fore this cotintry to-day,” said he, “is its treatment of 
our railroads, and I have felt that this valuation which 
we are to make must have a profound influence upon 
its discussions. There is first the primary question: Is 
the government to take over these agencies of transporta- 
tion, or shall they be left to the operation of private 
capital? This question never can be satisfactorily an- 
swered in the minds of most people until we know what 
relation that actual value bears to the present outstanding 
securities. A definite answer to that question, one Way 
or the other, will undoubtedly profoundly affect public 
opinion upon this question. 





Treatment of Private Capital. 


“Assuming that we are to leave the discharge of this 
function to private enterprises, there arises the even 
more difficult question as to what the treatment of this 
private capital shall be. What rates shall be accorded 
in order that the present investment may be fairly dealt 
with, and that such further investment will be induced 
as will render possible the proper development of these 
facilities. In the past this question has not been acute, 
for rates have been sufficient to maintain railroad credit, 
but it is evident that the time is at hand, if it is not 
already here, when there is grave doubt as to whether 
these rates must not be generally increased. This ques- 
tion cannot be satisfactorily answered until there is a 
national valuation of these properties.” 

“When completed, the national valuation should be 
as far as possible a finality,” he said. When once this 
valuation is made, the law requires the Commission to 
keep it good from ‘year to year. If the purpose of the 
act is carried out, it will be possible in a half century 
to turn back in the files and ascertain the exact condition 
of each railroad 50 years ago. 

The speaker described the first order issued, known 
as the Map Order, specifying the kind of maps and profiles 
to be furnished and the detailed information to be shown. 
The only roads exempt from this order are railroad 100 
miles or less in length with gross receipts not exceeding 
$3,000 per mile. 

Somebody Has to Pay. 


“It has been too much the-fashion in the past to 
assume that whatever was required of a railroad cost 
nobody anything,” he said. “The error of that notion 
is fast becoming evident. It is becoming plain that some- 
body has to pay, and that somebody is, in the last analy- 
sis, the general public. In these times, when carriers 
are insisting that rates must be advanced, and when they 
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are supporting that claim by a showing which at least 
makes all of us stop and think, we are extremely re- 
luctant to squander several million dollars in a mere dupli- 
cation of work, if that could be avoided.” 

To effect this saving, a plan was arranged by which 
the railroads will furnish the map in substantially the 
form called for by the Commission, and the government 
provides a cross-sectioning and inventorying party which 
goes over the line taking the cross-sections and making 
an inventory of roadway and track material. A railroad 
engineer accompanies each party. This arrangement, it 
is hoped, will eliminate duplication of work and result 
in a fair division of expense between the government and 
the carrier. 

The first roadway and track parties were organized 
by the Commission last January. Now eight full parties 
are at work in each district. In September approximately 
1,500 miles of road were covered, and it is expected that 
the parties soon will be able to cover approximately 2,000 
miles a month. If Congress makes the necessary ap- 
propriations, the force should be increased by July 1 to 
at least 16 parties in each district, he said. 


Work of the Land Department. 


He told of the work of the land department, which 
is headed by a supervisor of land appraisals, and in each 
district there is a land attorney at the head of the work 
who reports to the supervisor at Washington. - The land 
department has devoted itself to two matters. First, it 
has endeavored to ascertain from deeds and records the 
original cost of lands; second, to determine the present 
cash value of adjoining and adjacent lands similar in 
character. Actual sales are investigated, appraisals for 
taxation examined, and information obtained to show the 
relation between the appraised and the actual value. 

“The Commission has not yet determined the rela- 
tion between present value and reproductive value,” he 
said, “nor has it determined what value is to prevail in 
the final valuation of the property itself. A very sharp 
difference of opinion will undoubtedly be found here be- 
tween the carriers upon the one side and you gentlemen 
of state commissions on the other, but that question has 
not yet been considered by the Commission, nor is it yet 
ripe for consideration.” 

The speaker described the work of the accounting 
department, which is headed by a supervisor of accounts 
in general charge of the work, with a district accountant 
in each district. It is the aim of this department to de- 
velop the financial history of the property, what has been 
received from the sale of stocks and bonds—in short, 
what has been actually paid in to the company from the 
outside, what return has been paid upon these amounts 
in the past, and what relation they bear to the outstand- 
ing capitalization of the company and to its reproductive 
and investment cost. e 


Original Cost to Date. © 


“The great doubt,” he said, “exists as to what we 
ought to attempt as to ‘original cost to date.’ The act 
requires the Commission to show with respect to each 
piece of property exactly what should be done in obedi- 
ence to this requirement of the statute. * * * I had 
never seen until I read the report of Mr. Eshleman to 
this convention the definition of the California commis- 
sion of ‘original cost to date.’ I had, however, from dis- 
cussion with our people and reflection, reached substan- 
tially the same conclusion embodied in that definition as 
I understand it. Were it possible to go back to the be- 
ginning and to rewrite the accounts of a carrier down 
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to the present time the property account of that carrier 
as thus shown would be the original cost of its property 
to date.” 

He said the accountants had endeavored to do this, 
but that the work was so voluminous and expensive, as 
well as difficult, that a simpler plan had to be evolved. 
It is possible, however, he said, to a considerable extent 
to show the original cost of lands, and there are peculiar 
reasons why the original cost of the right-of-way should 
be known. The Commission certainly should attempt to 
obtain such information in case of lands and rights-of- 
way, certainly when used for common-carrier purposes. 
It is also possible, he said, to show the original cost of 
rolling stock with considerable accuracy and to deter- 
mine the cost of any subsequent additions as should prop- 
erly be treated as betterments. The division also, he 
said, will be able to show the total money investment in 
the property, and this is, perhaps, after all, he thought, 
the most significant thing. 


Cost of Valuation Work. 


As to the probable cost of the valuation work, the 
speaker said his original estimate was approximately $50 
a mile to show the cost of reproduction and the cost 
of reproduction less depreciation in the manner in which 
the work should be conducted. He saw no reason to 
change that estimate, provided the work can be done in 
a fairly economical manner. To show the cost of repro- 
duction and the cost of reproduction new of the telegraph 
lines of this country will cost approximately from $1,000,- 
000 to $1,250,000. The expense of showing the same 
facts for telephone lines will depend entirely upon the 
extent of the work done. 

“Literally applied, the Valuation Act would require 
of us a valuation of most of the telephone lines of this 
country, but it hardly seems possible to me that Congress 
ean have intended this result, or that the Commission 
would be inclined to undertake that work. Should our 
work be confined entirely to long-distance lines which 
handle interstate business proper, the expense would be 
comparatively light, but I have not sufficient knowledge 
to hazard an estimate. 

“What must be expended in our accounting work de- 
pends entirely upon the extent to which that work is 
carried. The work is necessarily expensive and of great 
interest and value, but I have never felt that the outlay 
need be excessive. Whatever the amount needed to com- 
plete this work in a proper manner should be expended. 
* * * Jn this valuation work, no penny should be ex- 
pended in unnecessary detail, but the work should be 
done in such manner as will not only commend itself 
to the judgment of you and me, but in such a way as will 
also satisfy the average intelligence of this country as 
correct. It should be done once for all, if possible. This 
is the economic thing, both for the carrier and for the 
government. 

“Consider for a minute the enormous amounts in- 
volved. An error of six or seven per cent in the valua- 
tion of our railroads means nearly or quite a billion dol- 
lars. The interest at six per cent upon that sum is sixty 
million dollars. Whether this valuation is to be used 
as the basis of rates to be allowed these carriers and 
paid by the body of our people, or whether, perchance, 
it may become the measure of the price to be paid by 
the government for this property, that error would mean 
either to the railroads or to the people every year three 
or four times the total amount of the entire valuation. 
Certainly we should ail insist, first of all, that the work 
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be done in a proper manner and that it be not impaired 

in quality for the purpose of reducing the expense.’ 


RATES AND RATE MAKING 


(Report of the Committee on Rates and Rate Making at the 
convention of the National Association of Railway Commission- 
ers in Washington, D. C., this week.) 


During the past year there has been exceptional 
interest on the part of both the railroads and the public 
in the subject of rates and rate making; and earnest 
efforts continue to be made to discover a practical, and, 
if possible, a rational standard to apply in the elabora- 
tion of rate schedules, and in passing upon the reason- 
ableness of rates, against which complaints are made 
before public service commissions. It is not probable 
that the majority of students of this question have yet 
agreed upon any sinNgle basis or standard that may con- 
trol in rate making. The thought which most trans- 
portation students have as to the basis of rates is, as 
expressed by one of the members of this committee: 


That there are many considerations which enter into the 
question of a reasonable rate—not alone the cost to the carrier 
and the value to the shipper of the service to be rendered, but 
many others—and that it is impracticable to lay down any com- 
prehensive or definite formula to be applied in all cases, for the 
reason that the facts, circumstances and conditions vary so 
widely that it often happens that what would be a very con- 
spicuous and important consideration in one case is so counter- 
balanced by some other controlling feature that it becomes 
unimportant in other cases. 


While rates continue to be made by carriers, and 
to be passed upon by regulatory commissions by the exer- 
cise of individual judgment, rather than by the appli- 
cation of any accepted formula or standard, there are 
two very noticeable present tendencies in the theory 
and practice of making and regulating rates. These two 
tendencies are to give greater weight to cost in rate 
making and to recognize a close relationship between 
railroad securities and railroad rates. 

One member of this committee is of the opinion 
that cost of service can be, and ought to be, made the 
basis of transportation charges. In a letter recently re- 
ceived by the chairman, this member of the committee 
states his views as follows: 


My position is that the cost of the service can be fairly 
accurately ascertained, and that it should be ascertained, and 
that this cost should be modified by the value of the product 
graded and classified, and by such other commercial conditions 
as may affect each particular case. I have made rates on this 
basis for several years and I find that in the long run it is the 
safest basis to pursue. Of course, I realize that apportionments 
cannot be made,with absolute accuracy. On the other hand, | 
find that they can nearly always be brought within 5 per cent of 
where they should be. In view of this, it seems to me that the 
cost method is not only safe, but necessary. 


This testimony by a man who has had many years 
of experience in rate making is of great significance, 
and indicates that the cost basis of rate making has 
less practical difficulties than most transportation stu- 
dents have associated with that basis. If one expert 
can apply the cost basis without difficulty to the prob- 
lems of rate making, doubtless others can, and it is 
possible that the cost principle may find increasing 
acceptance year by year by those responsible for the 
making or revising of rates. 

The more general acceptance of cost as the desir- 
able basis of rates will, however, depend upon the gen- 
eral acceptance, or rejection, of the equity of rates 
based solely or mainly upon the cost of service. The 
determination of this question may prove hardly less 
difficult than the working out of a practical method of 
applying the cost standard to transportation charges. 
In fact, the public is more interested in the equitable 
distribution of transportation burdens than it is in the 
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practicability of applying cost or any other standard to 
rates. The two above quotations from letters received 
from members of this committee express opposite views 
on this question, This fact would be sufficient to justify 
the conclusion that the cost basis has not yet been 
generally accepted as one, the application of which will 
result in the equitable and satisfactory distribution of 
the burdens of transportation. 


At the present time there is pending in Congress a. 


bill which, if it becomes a law, will give the Interstate 
Commerce Commission the power to approve or disap- 
prove a proposed issue of railway stocks and bonds. 
Several of the states have already given their commis- 
sions the power to regulate the securities of public serv- 
ice corporations, and in all probability it will not be 
many years before federal or state authority passes upon 
practically all issues of railway securities. 

As long as it was the generally accepted belief that 
there was little, if any, connection between the volume 
of securities issued by the railroad and the rates that 


-it charged, the relation of railroad securities to rate 


making was considered by many persons to be an 
academic question; although the public generally has 
always felt that in some way or another the railroad 
would try to secure from the rates charged enough rev- 
enues to pay interest on all the bonds issued and to 
give the stockholders dividends upon the outstanding 
capital. As a matter of fact, the rates actually made 
have been determined both by competitive or commer- 
cial conditions and also by the pressure exerted upon 
railway managers by the fixed charges which railway 
companies have to bear. Whatever may have been the 
past theory as to the relation of rates to capitalization, 
it is now strongly urged by the carriers that they 
cannot issue securities to secure necessary addition to 
capital without increasing rates; and the argument of 
the carriers seems to be meeting with the approval of 
many classes of business men. The relation of rates 
to railroad securities is becoming a very present ques- 
tion. One member of the committee, in a letter to the 
chairman, has stated what is involved in this question 
in the following concise language: 


The present situation with the pressing demand on the part 
of the carriers for more revenue by increased rates for the 
avowed purpose of strengthening their credit in order to raise 
money by the issuance of securities, deemed to be necessary by 
them for various purposes, and the arguments advanced in 
favor of such a _ proposition, suggest the importance of the 
question as to what should be the considerations upon which 
rates are based. Only a few years ago the proposition that there 
was such a relationship between rates which the public must 
pay and the securities issued by carriers, the principal and 
interest of which must be met from time to time, was almost 
hooted at upon the idea that one had no relation to the other. 
Now we are told that the commercial life of the country almost 
depends upon the ability of the carriers to, in some way, raise 
money to take care of the interest on their bonds and meet the 
principal of those falling due, by refunding or otherwise, and 
that the rates must be made high enough either to give them 
enough revenue or to afford them such a moral guarantee in the 
commercial world that they can by the sale of additional 
securities raise the money with which to do so—that the just 
interests of the widows and orphans and innocent holders 
throughout the world, and represented by insurance companies, 
trust funds, savings banks, etc., are so bound up in the matter 
that good morals and good public policy alike demand that the 
rates should be made high enough to take care of all of these 
things, and that, too, when there is yet no authority to put any 
limitation upon the amount of their securities, price at which 
and how they shall be sold, and to what purposes the money 


obtained therefrom shall be applied. ; 

The foregoing statement shows clearly that the prob- 
lems of rate making must be considered jointly with 
the capital requirements of railroads, and with the pol- 
icy of the public as regards the regulation of railroad 
securities. Rates are no longer controlled solely by 
extra-human competitive forces. It is recognized by 
everybody that rates and revenues are now largely influ- 
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enced by the theory and practice of the public officials 
vested with the authority to prescribe or revise trans- 
portation charges. This fact makes it increasingly im- 
portant that serious students of transportation should 
endeavor to agree upon practical and equitable standards 
or baSes of railway charges. Unfortunately this com- 
mittee is unable to solve this question which has long 
vexed both traffic managers and railway commissioners. 
Little by little, year by year, the problems of rate mak- 
ing will be worked out by the practical experience of 
railroad officials and railway commissioners. 


CLASSIFICATION AND SIMPLIFICATION 


(Report of the Committee on Uniform Classification and 
Simplification of Tariffs at the convention of the National 
Association of Railway Commissioners at Washington, D..C., 
this week.) 


An extended review of the methods of making classi- 
fications of freight by the Interstate Commerce Commis- 
sion, railroads and state commissions was contained in 
the report of this committee for last year. We reaffirm 
the conclusions and recommendations stated in the said 
report, and see little occasion for their repetition at this 
time. 

Our report this year will be chiefly a report of prog- 
ress during the year, together with some general ob- 
servations submitted by various members of the com- 
mittee. 

_ While we appreciate the many advantages resulting 
from uniformity in classification ratings, we suggest care- 
ful consideration of the cost of that uniformity; and if 
uniformity is to be secured by a general revision upward, 
we doubt the feasibility of the movement in general, and 
esp~ ‘ially its practicability as measured by its ultimate 
cost to the shipper, and the consumers of freight. 

We are in favor of progress in the interests of classi- 
fication uniformity, but it would be much better to have 
that movement completely sidetracked or postponed in- 





_ definitely, than to pile up a large annual tax upon the 


public in order to pay for it. 

There is such a wide divergence throughout the coun- 
try in the various conditions and circumstances which 
should be given consideration in the framing of classifi- 
cation ratings and rules that absolute uniformity is not 
possible in many cases. 

The entire transportation fabric of this country in 
earlier years was built up piecemeal, so to speak, with 
but little knowledge or interest in the practices of other 
carriers, even inthe same general territory; commercial 
conaitions have adjusted themselves accordingly, and we 
are now but paying the penalty of that haphazard growth. 

Entire uniformity cannot be secured in one year, or 
several years. There is such a thing as too much uni- 
formity under general conditions now existing. 

While we thoroughly appreciate the right of the in- 
dividual states to retain full jurisdiction over intrastate 
traffic, yet we believe the states should aid materially 
in the work of uniformity by adopting, whenevr prac- 
ticable, the general classification of the territory in which 
each state is located. 

Much confusion in rate matters we find to be caused 
by the innumerable tariffs applicable to the same traffic. 
General classifications, trunk line tariffs, commodity tar- 
iffs, class tariffs, tariffs issued by various bureaus, etc., 
etc., cause ambiguity and uncertainty. On intrastate traf- 
fic, where subject to state regulation, one printed volume 
of rates, with from two to a dozen supplements, ordinarily 
cover practically all the traffic in that territory. In order 
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to cover the interstate traffic from one state within our 
knowledge, it requires more than twenty thousand tariffs 
and supplements. 

During the course of the year several rather interest- 
ing investigations have been made concerning uniformity 
in class relationships. At the present time there is a 
remarkable variation in the relation between the classes 
in different territories, and in the same territory, fixed 
by the same company or by the same commission. 

In connection with this subject the Honorable C. A. 
Prouty, while a member of the Commission, made a some- 
what extended investigation of class relationships in the 
various parts of the United States, and adopted the fol- 
lowing percentages of first class applicable to the different 
classes, as a sort of composite or average of the mis- 
cellaneous list of classifications existing in different parts 


of the country: 


SEE Sobetes shea Coaeea ve 1 2 3 2) So ee, Cs DB 
eelh adr (ewe et am 6 100 84 66% 50 40 45 35 30 25 20 


The adoption of a class relationship, if forced upon 
a community on a part of its traffic, and differing ma- 
terially from a class relationship possessed by another 
competing community in close proximity, can be made 
a source of very grave discrimination. At some future 
time it may be well to have a uniform class relationship 
throughout the United States. In the meantime it is 
very important, we believe, that any changes in any given 
territory should be carefully equalized and made to fit 
into the existing class relationships in that territory. 

In the task of simplifying tariffs many complicated 
questions arise. It is our understanding that group rates, 
when fairly readjusted, are desired by shippers and com- 
mercial interests. In making such group or zone rates 
conflicts develop with existing combinations of locals or 
through rates. We believe it to be especially desirable 
that footnote references to other tariffs should be elimi- 
nated so far as possible; and, on the other hand, we 
believe that any through rate which exceeds a combina- 
tion of locals is prima facie unreasonable and unjust. 

Some progress in the simplification of tariffs is being 
continuously made, but at times it seems disappointingly 
slow. The number of tariffs involved, the number of men 
employed in construction work, the many conflicting in- 
terests of shippers and receivers, coupled with the gen- 
eral plan of so arranging rates as far as possible to permit 
competing producers ‘to sell in many markets, and com- 
peting purchasers to buy in many markets, and coupled 
also with the complications that arise on account of 
circuitous routes engaging in the transportation in com- 
petition with more direct routes, renders the problem of 
simple tariffs a very difficult one. Attainment of a uni- 
form system must be sought through patient and per- 
sistent effort and gradual changes. 

All who have had any contact with these questions 
realize the multitude of complications that an effort to 
bring the ratings into uniformity would create. Any hasty 
or ill-advised step toward making uniformity in ratings 
would create confusion and hardship. 

We especially recommend to the consideration of the 
members of the association the plan for simplification of 
class ratings devised by Messrs. E. E. Williamson and 
W. B. Barr, which contemplates the quotation of basic 
rates, all others being computed by a percentage ap- 
plicable to the said basic rate. A somewhat similar prin- 
ciple was suggested to this association years ago by Mr. 
Peabody, of the Santa Fe Railroad. His remarks at that 
time are interesting reading to-day. He held that while 
the railroads would apparently make efforts toward a 


THE TRAFFIC WORLD 





Vol. XIV, No, 21 


uniform classification, from time to time, to allay any 
public demands, his prophecy was that such efforts would 
always be of a temporary character. He said: 


As you all know, there has been a committee appointed by 
the railroads, from various railroad associations, charged with 
the duty of formulating a uniform classificaton for the United 
States, They are already at work on the proposition. As I have 
intimated, I do not believe they will ever send in a unanimous 
report. If they should send in a unanimous report, I am very 
certain it will never be unanimously adopted by the railroads, 
and any one railroad can kill it, for it requires unanimous adop- 
tion to secure its universal use. 


So you will find that the roads of the United States cannot, 
in the nature of things, adopt a uniform classification, and that 
it must be committed to the Interstate Commerce Commission or 
some other federal tribunal. 

The present movement on the part of the railroads is the 
result of the suggestions that have been made through the pub- 
lic press that the Interstate Commerce Commission provide such 
a classification, and they are endeavoring, in my opinion, to 
stave off, if I may use such an expression, such an action by the 
government. A great many of the railroads would be willing to 
have it. A great many of them are not willing to have it. The 
result of the present movement on the part of the railroads will 
be, I think, just what the former result was, a compilation of a 
classification, taking two or three years; a report to the 
associations, and then a voting of it down, and we will be three 
years from now just where we are to-day. 


These remarks were made seven years ago. 

There is no reason why we should not have, within 
a very short time, substantial uniformity as to the gen- 
eral features of the classification, including uniformity 
in rules, regulations, minimum weights, descriptions of 
articles and package requirements. Uniformity in ratings 
is another matter, and necessarily raises many other 
problems. We believe this is a subject that could, with 
entire safety, be left to the judgment of the Commission. 
They have a more fair, truer perspective of the entire 
situation than any interested party can possibly have. 
If this power is given to the Commission, neither the 
state commissions, the railroads, nor the public generally, 
will seriously criticize careful, conservative action relative 
to the ratings. 

During the session of Congress closing during the 
latter part of the year 1913, the United States Senate 
passed a bill authorizing the Interstate Commerce Com- 
mission to make a uniform classification. This measure 
was not recommended by the House Committee on Inter- 
state and Foreign Commerce, and consequently failed to 
become a law. 

The present Committee on Interstate and Foreign 
Commerce of the House of Representatives of our na- 
tional Congress, which failed to recommend the above- 
described measure for passagé last year, has recently 
recommended it for passage in the House, after a some- 
what extended struggle in the committee itself. The 
Honorable Mr. Cullop of Indiana was the author of the 
bill. The recommendation of the House committee in 


connection with the passage of the measure is as follows: 


The Committee on Interstate and Foreign Commerce, to 
whom was referred the bill (H. R. 2496) to amend sé€ction 15 
of the Act to Regulate Commerce, as amended June 29, 1906, and 
June 18, 1910, having considered the same, report thereon with a 
recommendation that it pass. 

Classification of freight consists (1) in dividing the traffic 
into groups, (2) the allocation of traffic units to the proper 
group, and (3) the assignment of these groups to classes for the 
purpose of applying rates. The proper application of rates de- 
pends upon the scientific character of, and the correct designa- 
tion of commodities in a classification. To prevent discrimina- 
tion between shippers, an equal and unform clasification, ap 
plicable to the entire route, is essential. This result cannot be 
attained in any other way than by a uniform classification 
applicable to all common carriers subject to the Act to Regulate 
Commerce. 

There are more than 10,000 objects of transportation covered 
by existing classification sheets. At present there are three 
great classifications—the official, including territory east of the 
Mississippi River, except parts of Wisconsin and Minnesota 
north of an east-and-west line from Milwaukee, and al! 
north of the Ohio River and Norfolk & Western line: 
the southern, which includes territory east of the Miss- 
issippi and south of the Ohio River and the Norfolk & 
Western line; and the western, which includes all territory lying 
west of the territories described. These classifications are sub- 
ject to exception sheets and commodity rates of individual car- 
riers, the limited use of certain state classifications, and th« 
Canadian classifications. Occasionally these classifications over- 
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lap. A shipment moving from a point of origin in one territory 
to a point of destination in another territory is subject to re- 
classification at the gateway, unless there are provisions in the 
tariffs of the carriers which provide that the classification at 
the point of origin or at point of destination shall control. These 
provisions, however, are not general, and much confusion arises 
in the application of rates to shipments moving into or through 
different classification territories. 

Classification of articles for transportation usually takes into 
consideration weight, space, value and packing. Carload rates 
are fixed with reference to a minimum carload weight. These 
minimums differ in different classifications and result in increas- 
ing the rate applied to a shipment. 

Some freight is classified by the space which it occupies, 
regardless of its actual weight. This applies particularly to 
furniture and other constructions which cannot be knocked 
down. Variation in the arbitrary weight applied in different 
classifications results, in many cases, in an increase in the rate. 

Freight is carried at what may be termed “‘the common-law 
liability’? or ‘‘a released value.” If no value is stated, the 
liability of the carrier is for the actual value. A released value 
gives a lower rate. ‘These released values vary in different 
classifications. Household goods in official classification have 
been $10, and in southern classification at one time were $5 per 
hundred pounds. 

Various manufactured articles are shipped in different 
conditions—set-up, knocked down, crated, boxed. Other com- 
modities are shipped in bulk, in barrels and in sacks. The con- 
dition of these shipments determines the space occupied and the 
cost of handling. Different rates are applied to articles accord- 
ing to their condition. These vary in different classifications, 
and instances of inconvenience and hardship occasioned by 
these differences occur. 

In official classification there are 6 classes, with two subdi- 
visions, making eight classes in all; in western classification, 
ten classes; and in southern classification, thirteen classes. It 
is obvious at once that shipments classified in one territory and 
shipped into another cannot fit the classification of the territory 
of destination and require the application of different rates. 
What has been said with reference to the confusion, in equali- 
ties, and injustice occasioned by the differences in the three 
great classifications is increased and intensified by state and 
other classifications above referred to. 

We may summarize the reasons for a uniform classification 
for interstate commerce as follows: 

To secure a. uniform application of rates throughout the 
country and prevent discriminations; 

To prevent delays in the transportation of commodities oc- 
casioned by stoppage at the gateways in order to change the 
classification and rate; 

To secure correct information as to the rate for shippers at 
points of origin; 

To prevent innumerable claims for reparation occasioned by 
the misapplication of rates to shipments moving under different 
classifications; ‘ 

To reduce the expense to carriers by unifying the classifica- 
tion of traffic and simplifying the application of rates thereto; 
and, 

The public welfare. 


The substantive part of the bill referred to, amends 
section 15 of the Act to regulate commerce by inserting 
between the first and second sentences thereof the fol- 
lowing sentence: “The Commission is further authorized 
and empowered to determine and prescribe what will be 
the just and reasonable general or uniform classification 
of freight, both individual and joint, applicable on inter- 


state commerce throughout the United States governing 


the descriptions of articles transported by and the regu- 
lations and practices of the carriers subject to the provi- 
sions of this act and to make orders that the said carriers 
shall adopt the said classification and such amendments 
thereto as the Commission shall prescribe from time to 
time, and shall conform to and observe the regulations 


_and practices so prescribed.” 


We recommend to the National association the adop- 
tion of the following resolution, which was unanimously 
adopted at our annual meeting two years ago, also unani- 
mously recommended by the Committee on Uniform Clas- 
sification last year, and. unanimously adopted by this 
association, at its annual meeting last year: 


Resolved, That it is the senMse of this convention that there 
should be appropriate legislation by Congress, authorizing and 
directing the Interstate Commerce Commission, assisted by a 
body of disinterested experts, appointed by the Commission, 
and paid by the federal government, to frame and promulgate 
. See of freight to apply uniformly over the United 
States. 


CHANGE IN DOCKET. 
Hearing of Docket No. 6966, Standley Works vs. 
P. R. R. et al., assigned before Examiner Bowers No- 
vember 19, at Hartford, Conn., has been postponed to a 
date to be hereafter fixed. : 
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COMMISSION ORDERS 


I. & S. No. 477, “Rates on Live Stock and Other 
Commodities to Official Classification Territory.” Orders 
of June 15 and July 20 vacated and set aside, proceeding 
dismissed, carriers having put in tariffs canceling in- 
creased rates. 

I, & S. 491, “Rates on fresh fish from Brunswick, Ga., 
and other points.” Orders vacated and set aside. Pro- 
ceeding dismissed. Satisfactory tariffs put in. Effective 
Dec. 1, 1914. 

I. & S. 484, “Rates on granite and marble from St. 
Peters, Pa., and other points.” Order of June 29th va- 
cated and proceeding dismissed. 

No. 5943, Carroll, Brough & Robinson et al. vs. A. T. & 
S. F. et al. Effective date of order extended from Dec. 
1 to Feb. 1, 1915, to run two years from that date. 

No. 7110, Sioux City Live Stock Exchange vs. C., St. 
P.; M. & O. et al. South St. Paul Live Exchange permitted. 
to intervene. 

No. 7375, Alexandria Paper Co. vs. A. T. & S. F. et al. 
Pulp and Paper Mfg. Assn. permitted to intervene. 

No. 7374, Alexandria Paper Co. vs. Ark. Central R. R. 
Co. et al. Pulp and Paper Mfg. Traffic Assn. permitted to 
intervene. 

No. 7338, Traffic Bureau of Sioux Falls Commercial 
Club vs. Gt. Northern Ry. Co. et al. Minneapolis Civic 
and Commerce Assn. permitted to intervene. 

No. 4564. In the matter of allowances to the Kana- 
wha, Glen Jean & Eastern Ry. and the White Oak Ry., 
the C. & O. Ry. and the Virginia Ry. Co. Case reopened 
for further argument at date to be set by Commission. 

The Commission has decided to reopen the following 
cases: 

American Refining Co. vs. St. Louis & San Francisco 
et al., No. 6087.. : 

'The National Refining Co. vs. Atchison et al., No. 
5879. 

National Petroleum Association vs. Atchison et al., 
Nos. 4916 and 4771. 

Brush Creek Mining & Mfg. Co. et al. vs. L. & N. 
et al., No. 6492. 

Fullerton Moses Tie Co. vs. Missouri Pacific et al. 

Applications for rehearing have been denied-in Padu- 
cah Board of Trade vs. Illinois Central, No. 5897, and 
Metropolis Commercial Club vs. Illinois Central, No. 6137. 

The Commission has made an order in the Pipe Line 
case, No. 4199, modifying its order in respect to common 
carrier pipe lines eliminating the Uncle Sam Co. of 
Kansas from the list of the companies required to file 
tariffs. The Supreme Court’s decision specifically cites 
that company as one of those the operations of which 
are not such as to bring it under the Act to regulate 
commerce. 





TELEPHONE ACCOUNTS. 


The Interstate Commerce Commission has issued forms 
and instructions for the system of uniform accounts to 
be kept by Class C telephone companies, which is to be- 
come effective on Jan. 1, 1915. Class C companies are 
those which have an operating revenue exceeding $10,000 
a yeay, but not more than $50,000. It is a pamphlet of 
forty-odd pages, which may be had by those interested by 
applying to the Commission, which is endeavoring to dis- 
cover all the companies subject to the rule, so that it 
may Officially notify them of their duty to keep accounts 
in the manner indicated. 


— 
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National Industrial Traffic League 


Action Taken at Annual Meeting in Chicago—Agreement with Western Classification Committee 
—Report on Rate Construction—Postal Card Notices—Charges on Duplicate Ship- . 


Considerable business of importance, in addition to 
that told of in last week’s issue of THE TRAFFIC WORLD, 
Was transacted at the annual meeting of the National 
Industrial Traffic League in Chicago, November 12 and 
13. Following is the report made by the Western Divi- 
sion, Western Classification Committee: 

“Your committee had a hearing before the Western 
Classification Committee on three subjects, covered by 
Docket No. 162, the hearing having been held August 17. 
The questions up for consideration were as follows: 

“1. Showing names of proponents on all Western 
Classification Dockets. 

“2. Establishment of a rule in the Western Classi- 
fication providing for ratings by analogy similar to 
Rule 23 of the Official and Rule 5 of the Southern. 

“3. Request that all petitions be docketed and regu- 
lar hearings be had on same in the usual manner. 

“On August 20 we were advised by Chairman Fyfe 
of the Western Classification Committee of the conclu- 
sions of the committee as follows: 

Beg to advise the Classification Committee will show on all 
dockets hereafter whether same have been docketed by a ship- 
per, by the railroads or by the classification committee of its 
own volition, and in docketing uniform subjects we will, as 
heretofore, show that the descriptions proposed are the work 
of the Uniform Classificatio Committee. The committee is of 
the opinion that no good would come from showing the names 
of the individual shippers on the public docket. 

Regarding your request for an analogy rule. After fully 
going over this matter again the committee is of the opinion 
that such a rule should not be incorporated in the classifica- 
tion. When there is a question as to what ratings are properly 
applicable the committee desire such matters submitted to them 
in order that careful consideration can be given thereto, and a 
permanent office record made of such ruling, and if the article 
is of any importance whatever specific provision will be made 
in the classification therefor. 

Regarding the third proposition a request to docket all sub- 
jects submitted for consideration. The committee will continue 
under consideration and will endeavor to comply with such re- 
quest. It means, however, that a great deal of delay is going 
to ensue in the disposition of minor propositions. 


“It will be observed as to Item 1 that your com- 
mittee’s request has been partially granted, although we 
feel that the Classification Committee should go a step 
farther and show the names of the individuals docketing 
the various subjects instead of showing whether or not 
the proposition comes ‘from a shipper or a Carrier. 

“It will also be noted that the third proposition was 
virtually conceded, and it is suggested that the atten- 
tion of the league be called to cases where items are 
not docketed as requested. 

“Your committee would be glad to receive any fur- 
ther suggestions or instructions from the league as to 
their further action on these matters. 


The Unit System. 


“We take occasion at this time to bring to the 
attention of the league the so-called unit system, which 
is to a greater or less extent relied upon by the Western 
Classification Committee in establishing the proper 


classification to apply upon a given article. 

“As we understand it, the unit basis thus used for 
comparative purposes is arrived at by taking the number 
of cubic feet in one hundred pounds of a given article 
and adding to that sum the value dollars per hundred 
pounds of the same article, and applying this combined 
unit to a scale as follows: 
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“We do not understand that the Western Classifica- 
tion Committee are adhering strictly to this system, but 
it is clear that it is influencing to some extent the 
classification of freight. This being.the case, it is sub- 
mitted to the league for such action as it may see fit 
to take. It would probably be well to have it analyzed 
as to its soundness as a proper basis for classification 
making, and to ascertain if the other classification com- 
mittees are making use of it or any other similar 
system. 

“That the Interstate Commerce Commission are to 
Some degree familiar with the matter is evidenced in 
their opinion in I. & S. Docket No. 76, in the matter of 
suspension of Western Classification No. 51. Their lan- 
guage, quoted from 25 I. C. C. Reports, pages 451 and 
452, is as follows: , 
Classification Units. 


For years past the Western Classification Committee has 
compiled to a certain extent what are designated classification 
units. These units as compiled are a combination or sum of 
unlike parts, but may be expressed with equal propriety as a 
product composed of unlike factors. They are intended to ex- 
press the relation to one another of weight, space and value. 
While a unit test of this character may not finally determine 
the classification of an article, it constitutes a basis for compari- 
son with other articles. When all the modifying conditions and 
facts are known, a fair classification relation may be estab- 
lished among articles through the aid of this classification 
unit. <A: compilation of classification units just as far as. prac- 
ticable for every item in the classification would doubtless be 
of substantial value in the present formative work. The 
classification is in an inchoate state. Perhaps every classifica- 
tion must remain so. Constant change appears to be inherent 
in industrial life. In the preparation of Western Classification 
No. 51 (and hereafter this classification will be referred to as 
No. 51 and its predecessor No. 50) the unit principle test appears 
to have been applied to some articles and not to others. For 
many articles the units were not even compiled. The classifica- 
tion would be able to meet the test of adverse criticism as well 
as of independent inquiry, much better if this unifying principle 
had been considered throughout. We believe these units should 
be compiled and given due consideration. What importance is 
to be attached to the unit figure is a matter for decision in each 
case, 


The committee was instructed to make further in- 
vestigation of the unit system of classification and make 
full report at the next meeting. 


Charges on Duplicate Shipments. 

The following report of the committee on rate con- 
struction in regard to charges on duplicate shipments 
did not meet the approval of the league, and was sent 
back to the committee for further consideration: 

“The subject of transportation of duplicate articles 
to replace those lost or damaged in transit has been 
before your committee and duly considered. Item 1,250 
of Western Trunk Line circular 1-K, dealing with this 
subject, reads: 


Where a portion of a shipment has been lost or damaged 
by the carrier and a duplicate of such portion is forwarded to 
replace the loss or damage, the freight charges on such dupli- 
cate portion shall be canceled. 

Provided, That the duplicate portion is shipped by the same 
consignor from the same point of origin, to the same consignee 
at the same destination, and via the same route as the original 
shipment, and when in connection with the St. L. & S. F. R. R. 
only, must be made withinsixty (60) days from the date of 
arrival at destination of the original shipment. 
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And further provided, that all charges on the original ship- 
ment are paid. “ 

The foregoing rule to be applicable in claim settlement only. 

The above rule will also apply between points on lines par- 
ties to this rule and stations on connecting lines which have 
similar rules lawfully established in tariff on file with the Inter- 
state Commerce Commission. F , 5 

Exception.—The above rule will not apply in connection with 
the A. T. 2S. FF Ry., Cc. B. & QO. R. RB. C. G. W, R. R., C. M. 
& St. P, Ry. or C. P. & St. L. R. R. 


“It is eur recommendation that all Western Trunk 
Line carriers be requested to substitute for that item 
the following: 


A. Freight that is damaged in transit or refused for causes 
for which carriers are responsible will, upon instructions of the 
claim agent, be returned free to original point of shipment or 
some other point at which there are facilities for making re- 
pairs. Such shipments, after being repaired, will be transported 
free to destination for delivery to original consignee. The move- 
ment as far as practicable should be over the route traveled 
by the original shipment. 

B. Freight, express or other charges incidental to the trans- 
portation of duplicate shipments of parts forwarded to replace 
or repair articles lost or broken in transit, for which carriers 
are responsible, will be refunded or waived upon instruction of 
the freight claim agent, provided all charges on the original 
shipment have been paid. 


“In support of this recommendation attention is 
called to the fact that, in many cases, damaged articles 
may be more quickly and economically repaired and 
returned from another point than that of its origin, and 
at no greater expense to the carrier. The same is true 
in the case of replacing lost articles. Inasmuch as 
damage, or loss, occurs through transportation failure 
it seems to your committee entirely reasonable that the 
carrier at fault should, by this means, facilitate the 
earliest possible and most economical replacement. 

“In further support of this recommendation attention 
is called to the views expressed by the Commission in 
case 4322 (I. C. C. 24,645), where the Commission held: 

“ Where such an article is lost the carrier will 
transport a second article of the same kind and to take the 
place of the first, without additional transportation charge. 

“While the opinion of the Commission is silent as 
to the point of origin of the second shipment, there 
would seem to be no obstacle in the way of its moving 
from another point. In this connection the C. G. W. 
R. R. has, in compliance With the order of the Com- 
mission (their Tariff 50-C, Item 160), published the rule 
we now suggest.” 


Postal Card Notices. 


The committee on car demurrage and storage re- 
ported as follows in regard to postal card notices of 
arrival of freight: 

“The following general order was issued by the 
United States Postoffice Department, under date of 
Sept. 14, 1914, with reference to treatment by post- 
masters of post and postal cards deposited in the mails, 
and upon which the street and house number are omitted 
from the address: 

There appears to be a growing tendency on the part of ad- 
vertisers, public utility corporations and other patrons to omit 
street and house number from the address on postcards and 
postal cards. When mailed in large quantities or habitually 
mailed by the same person or firm with the evident expectation 
of having the postoffice complete the address, the cards should 
not be given directory service, but should be placed in general 


delivery. Paragraph 5, Section 603 and Section 607, postal 
laws and regulations, are construed as applying to such matters. 


“The effect of the above order, where postal notices 
of arrival of freight do not show the street address, the 
postal cards will be thrown into general delivery, or, in 
other words, will not be given directory service and 
carrier delivery. 

“The present rule of the carriers, which is _ illus- 
trated by the instructions provided in connection with 
Rule 4 of the Demurrage Code, is as follows: 

When address of consignee does not appear on billing and 


is not positively known, the notice of arrival must be addressed 
to the billed destination of the shipment and deposited in United 
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States mails (in such case preferably enclosed in two-cent 
stamped envelope bearing return address, same to be preserved 
on file if returned). 


“In order that all reasonable precaution may be 
taken for the delivery of notices of arrival of freight 
to the consignee, and that directory service as well as 
carrier service will be rendered by the Postoffice De- 
partment, the matter has been taken up with the Ameri- 
can Railway Association, with the recommendation that 
the following rule be adopted: 


When address of the consignee does not appear on billing 
and is_ not positively known, the notice of arrival must be ad- 
dressed to the billed destination of the shipment, enclosed in 
two-cent stamped envelope bearing return address, and then 
rycen a United States mail, ‘same to be preserved on file 
if returned. 


“While it will be urged upon all shippers to exer- 
cise reasonable care in the preparation of shipping tick- 
ets or bills of lading to show thereon the address of 
the consignee in full, we also hold that it is the duty 
of the carrier to. adopt those methods which may be 
availed of under the Postoffice Department Instructions 
to insure the delivery of the notice or its return if con- 
signee cannot be located, hence the recommendation 
made by your committee.” 


Through Rates vs. Sums of Locals. 


The following report of the committee on rate con- 
struction was referred to the executive committee after 
much discussion: 


“Your committee has given consideration to the 
question of application of the sums of local rates (on 
file with the Commission) where the same are, or may 
be, lower than the published through rates; and now 
submit the following report:: 


“Section 4 of the Act to regulate commerce pro- 
hibits the charging of greater compensation as a through 
rate than the aggregate of the intermediate rates, sub- 
ject to the provisions of the act, with modifying provisos. 


“The Commission has very generally held, in com- 
plaints before it, that a charge for through compensation 
in excess of the combination of intermediate rates is 
unreasonable; and in other cases has held that a rea- 
sonable through rate might be less than such combina- 
tions. The views of the Commission as expressed in 
Conference Ruling 220-g deal so completely with the 
question that the same is here quoted in full: 

The Commission has repeatedly announced the view that the 
law does not permit the use of any rate or fare except that 
contained in a lawful tariff that is applicable via the line, route 
and gateway over and through which the shipment or passenger 
moves. The lawful rate or fare for through movement is the 
through rate or fare, wherever such through rate or fare exists, 
even though some combination makes a lower rate or fare and 
even though the practice in the past has been to give some the 
benefit of such lower combination. The Commission long since 
extended to carriers, in a general order, permission to reduce, 
on one day’s notice, a joint commodity or class rate or fare that 
is higher than the sum of the intermediate rates between the 
same points to make it equal the sum of such intermediates. 
If, therefore, carriers have maintained through rates or fares 
that are higher than the sums of the intermediates between the 
same points, it is because of their desire to do so, and not, as 
some agents of carriers have informed shippers, because the law 
or the Commission forces them to do so. 

“However, the carriers in many instances continue 
to publish through rates in excess of the intermediate 
combinations. Where such higher through rates are 
the subject of complaint the Commission has very gen- 
erally condemned the through rate and prescribed the 
application of intermediate locals; but in all cases this 
has not been done; for instance, we have a recent 
example of a higher charge being allowed. In case No. 
5133 (Unreported Opinion A-572), which was decided 
July 31, 1914, and relating to six carloads of apple 


baskets from Traverse City and St. Joseph, Mich., to 
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Horatio, Ark., first consigned to. Memphis and _ recon- 
signed to destination, it was held: 


That under the facts in the case the baskets were through 
shipments from the points of origin to Horatio, and there being 
no allegation in the complaint that the through rates were un- 
reasonable, and the carriers parties to the rates from Memphis 
to Horatio being the only carriers made defendants, the com- 
plaint should be dismissed. 


“From this opinion it would appear that, in addi- 
tion to setting up the intermediate combination as a 
reasonable charge, the burden is upon the complainant 
to attack and prove the unreasonableness of the through 
rate, 

“<*The uncertainty attached to this feature of Sec- 
tion 4 of the act emphasizes, to our minds, the neces- 
sity for the establishment of more specific or definite 
practice in the publication and application of these 
rates. To remove this uncertainty and bring through 
rates into more complete harmony with the apparent 
intent of the law, we recommend to the consideration 
of the league that— 

“First—The question be taken up with the railroads 
of having incorporated in all tariffs a provision that, 
where intermediate combinations may be found which 
are less than the through rates named, the lower com- 
bination shall apply. 

“Second—Failing to reach a satisfactory agreement 
with the carriers, the matter then be laid before the 
Commission, with the request that it initiate a general 
hearing on the subject for the purpose of arriving at 
and determining a more general rule of practice. 

“Third—In the event the question cannot be adjusted 
by either of the foregoing plans, it then be referred to 
the committee on legislation, with the recommendation 
that consideration be given to securing an amendment 
to the fourth section of the Act to regulate commerce, 
by -dropping therefrom provisos, which have the effect 
of injecting uncertainties referred to in this report, and 
which following the declaration—that it shall be unlaw- 
ful to make a through charge greater than the combina- 
tion of intermediate rates.” 


Tariffs for Bracing Loads. 


The league instructed its committee on transporta- 
tion instrumentalities to take up the matter of M. C. B. 
rules for bracing loads in cars. It was reported that 
the carriers had filed tariffs with the Commission pro- 
viding for charges in case of readjustment of bracing. 


National 
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Witnesseth, That in consideration of the............. 
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The league’s position is that it cannot accept a general 
rule of that kind. The committee will ask the Com- 
mission to ask the carriers to withdraw these tariffs 
as ulreasonable and unlawful. 

The league decided to pass the matter of dunnage 
allowance, admitting that it was “up against it.” 

The legislative committee was instructed to work 
for an amendment to the law so that reparation will 
follow automatically when an unreasonable charge has 
been proved. The league says that a shipper ought not 
to have to prove damage in such a case, the amount 
by which the charge exceeds a reasonable charge being 
necessarily the amount of his damage. 

A rule recommended by the committee on car de- 
murrage and storage proposed by the American Rail- 
way Association that the consignee should notify the 
delivering agent of the carrier as to frozen condition 
of shipment before unloading was approved. It applies 
to carload shipments. 

The league reaffirmed its position against a uniform 
charge for weighing: ‘ 

Shipping Directions. 

It sustained the report of its committee on freight 
claims to the effect that in express shipments the 
address on the package governs when it does not corre- 
spond to that in the bill of lading, but that in freight 
shipments the bill of lading governs. . It was said that 
many of the carriers had expressed agreement with this 
view. 

A request from the Pan-American Exposition that 
there be held a national traffic conference at the expo- 
sition was referred to the executive committee. 

Three recommendations of the legislative committee 
were adopted as follows: First, that there be an effort 
made to get the Pomerene bill, now in the House, 
passed; second, that an effort be made to induce Con- 
gress to appoint a committee to codify all laws relating 
to interstate commerce, and to recommend new laws; 
third, that the league work with the National Associa- 
tion of Railway Commissioners for a _ standardization 
of state laws. 

The committee on weighing urged that shippers 
avail themselves of weighing agreements. The follow- 
ing new national form of weight agreement has been 
approved by the league and the American Railway Asso- 
ciation: 












Form of Weight Agreement. 
This agreement, entered into by and between.........- 
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accepting the weights and descriptions as certified on shipping orders, bills of lading or weight certificates for 
commodities herein specified as the basis for accepting freight charges, it is hereby agreed: 
1. The shipper shall report and certify to the carrier correct gross weights and correct descriptions of com- 


modities on shipping orders, bills of lading or weight certificates, 
stamp, providing for verification by the................... 


by placing thereon imprint of certification 


anmdae ea ee * When such weights are obtained on track 


scales the correct gross, tare and net weights shall be given. 

2. When weights of uniform or standard weight articles are based upon averages, the shipper shall give prompt 
notice to the authorized representative of the carrier when any change is made which will affect the weight 
arrived at by use of the average, including any change made in package or material used. 

8. The shipper shall keep in good weighing condition all scales used in determining weights, and have 


track scales tested, maintained and operated 


in accordance with the Track Scale Specifications and Rules 


approved by the American Railway Association, and shall also allow the authorized representative of the carrier to 


inspect and test them, 


4. The shipper shall keep his records in such a manner as will permit of correct and complete check, 


and shall] 
books, 


allow the authorized representative of the carrier to inspect the true and original weight sheets, 
invoices and records necessary to verify the weights and descriptions ofthe commodities certified in 
the shipping. orders, bills of lading or weight certificate. 
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5. The shipper shall promptly pay to the authorized representative of the carrier, bills for all undercharges 
from original point of shipment to final destination, resulting from certification of incorrect weights or improper 
description, whether shipment is sold f. o. b. at point of shipment or elsewhere. Overcharges developed from 
check of shipper’s records will be promptly certified by the authorized representative of the carrier in writing 


for proper adjustment. 


6. Shipments made under this agreement will be subject to rates, charges, minimum and estimated weights 
by classifications, exceptions thereto, tariffs or rules of the carriers interested. 

7. This agreement may be canceled by ten days’ notice in writing to either party, it being understood that 
the shipper shall permit check of business and pay undercharges on all shipments made prior to cancelation. 


This agreement applies ON..).......ccccceccccccccces 
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(Show whether C. L., L. C. L., or both) 
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(For Shipper’s Signature) 


*Note.—Here insert name of railroad company, steamship line or “carriers members of the.................-. 
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The Open Forum 3 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 


CONCEALED LOSS CLAIMS 


Editor THE TRAFFIC WORLD: 

So much is said on claims for concealed losses all 
showing doubt as to liability of carrier as between ship- 
per, carrier and consignee and in practically all cases 
showing the possibility of the liability of shippers and 
consignee, that something should be said giving the ship- 
per’s view concerning the equal possibility of these con- 
cealed losses occurring with the carriers. 

The carriers’ claim is that .affidavit of the shipper 
and packer, a clear bill of lading, original invoice and 
statement of the articles missing or short and an affidavit 
of the consignee or unpacker showing that the loss ‘ex- 
isted at the time shipment was received, does not seem 
to be a fair conclusion when one takes into consideration 
the other possible avenues through which loss may have 
occurred, such as: 

(1); An error having been made in the records from 
which the shipper or packers and consignee or unpacker’s 
affidavits are prepared. 

(2) The opportunity for loss while in possession of 
draymen or transfer company at point of origin or at 
destination. 

(3) Laxity on part of employes of shipper and con- 
signee in proper handling and recording of the goods 
shipped and received. 

(4) Failure on part of consignee to properly check 
contents. 

These are a few of the principal conditions surround- 
ing a claim for concealed loss and, admitting this to be 
correct, should not equal consideration of other possible 





Times—Contributions Are Welcomed 


causes on the part of the carrier be taken into consid- 
eration, as follows: ; 

(1) The possibility of the shipment having broken 
open in transit, due to rough handling, and contents lost. 

(2) The opportunity for loss while waiting for load- 
ing in warehouse or while in transit. 

(3) Laxity on the part of carrier’s employes to 
make proper O. S. & D. reports when in doubt as to 
shipment’s condition. 

(4) Failure on part of carrier’s agent or representa- 
tive to promptly call when notified and inspect shortage 
so as to get all possible evidence from case and contents 
before case is disposed of. 

Comparison of the shipper, consignee and carrier’s 
avenues through which loss may have occurred will show 
that the carrier’s liability is nearly as equal, and this 
should be taken into consideration as ‘well. by the car- 
riers in their efforts to settle all claims justly, and 
promptly. 

This comparison is only given to show equal liability 
on the part of the carrier and does not mean that, be- 
cause of equal liability, nothing should be done. Some- 
thing should be done to reduce these claims to a minimum. 

Concealed loss claims are now a serious question, not 
only to carriers, but to shippers as well, for often ship- 
pers allow concealed claims and bear this loss themselves. 

What has been found very effective in reducing con- 
cealed loss claims is a two-sheet letterhead, and on the 
second sheet a memorandum of reminders of how mistakes 
sometimes occur, showing copies of bona fide letters from 
customers of how shortages reported were later found. 
Those who are not in favor of a two-sheet letterhead 
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could use regular one-sheet letterheads with two or three 
copies of bona fide letters on the back. 

While’ concealed claims will always exist, there is 
no doubt that a universal adoption of this form by ship- 
pers, in connection with close co-operation by carriers and 
all concerned, will help a great deal in reducing concealed 
loss claims. 

M. Weinstein, 
Traffic Mgr., Mistrot & Adoue. 
Galveston, Tex., Nov. 12, 1914. 


CARRIERS AND TRADE COMMISSION 


Editor THE TRAFFIC WORLD: 

In THe TRAFFIC WoRLD for Oct. 31, 1914, at page 799, 
you state that common carriers are interested, more than 
is commonly supposed, in the newly created Federal Trade 
Commission, and that a situation is conceivable—and you 
proceed to give an illustration of one—in which a com- 
plaint charging a common carrier with “unfair competi- 
tion” might be entertained by that commission. . 

You are, I think, under a misapprehension as to the 
scope of the Federal Trade Commission law. By the 
express terms of sections 5 and 6 of that law “banks and 
common carriers” are excepted from the classes over 
whose methods of competition the commission is given 
supervision. You are undoubtedly right in saying that 
“unfair competition” is an elastic term, and that there 
is room for a wide variety of opinions as to what is 
covered by it; but it is certain that, so far as common 
carriers are concerned, their “methods of competition,” 
like everything else about their business which Congress 
has seen fit to regulate, are under the jurisdiction of the 
Interstate Gommerce Commission; and, whether they are 
fair or unfair, the Federal Trade Commission can exer- 
cise no control over them. 





Charles Donnelly, 
Assistant General Counsel, Northern Pacific Ry. Co. 
St. Paul, Minn., Nov. 12, 1914. 


VALUE OF I. C. C. DECISIONS 





Editor THE TRAFFIC WORLD: 

In studying the decisions of the Interstate Commerce 
Commission I often wonder whether traffic men fully 
appreciate the value of these decisions as a part of the 
information that every competent traffic man should have 
to satisfactorily do his work. 

There is quite a natural tendency to look over the 
decisions of the Commission as they are received to see 
if there is anything in them relating to our individual 
situation, and if there is not to throw them to one side 
with perhaps the intention of looking at them later on 
when we have more time. Very often we never find 
the time for this further study unless we make a study 
of the decisions to see if we cannot find in them some- 
thing to assist us in getting some rate adjusted or to 
secure information on some matter that is of vital im- 
portance to us at that particular time. 


To get the full value of the decisions I believe that they 
must be studied with a broader end in view than merely 
to get some specific bit of information frdbm them. Out- 
side of data as to specific rate information applying in 
different sections of the country and on different com- 
modities, there is almost unlimited information to be 


obtained as to traffic and other conditions in all parts 
of the United States. 


Starting with Volume I of the 
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decisions, we find that the first investigation of fourth 
section violations in the Southeast is an education in 
itself as to the traffic conditions obtaining in that section 
of the country, which, in a general way, lies east of 
the Mississippi River and south of the Ohio and Potomac 
rivers. Whether we have any occasion to deal with rates 
in the Southeast or not, it is well worth while to under- 
stand fully the part that water transportation has played 
in the development of the southern states and how one 
town has increased in importance while another has not 
because of transportation conditions. / 

Beyond information that is to be found dealing di- 
rectly with traffic conditions, we find many decisions 
which show how people in different sections of the coun- 
try obtain their food supply, fruits and vegetables being 
prepared for shipment, the manufacturing processes in 
connection with many commodities, local practices as to 
the receipt and delivery of freight, methods used in han- 
dling express matter, and a hundred and one other sub- 
jects that show us how the commerce of this country is 
carried on. 

The time is past when a traffic man can do justice 
to himself and to his employer by knowing only the 
conditions applying in connection with his branch of 
business. Suppose that the question arises as to his 
firm enlarging their business so as to enter a new section 
of country. Has he the information requisite to the carry 
ing of business in that part of the country which will 
enable him to competently advise his firm in regard to 
the matter? 

Many people put the decisions of the Commission in 
the same class as the ordinary law decisions, which are 
dry and difficult of reading. Those who have read any 
number of the Commission’s decisions, however, can tes- 
tify that they are very easy reading, the style of writing 
being very simple yet accurate. Especially is this true 
of the discussions of economic conditions, which apply 
in connection with various matters considered. 

Asa Colton, 

Department of Interstate Commerce, La Salle Exten- 
sion University. 

Chicago, Ill., Nov. 17, 1914. 





A NATIONAL RAILROAD ASSOCIATION 


(By T. S. Ford, Auditor, San Antonio, Uvalde & Gulf R. R. Co.) 

The railroads of the country will probably find in the 
end that the relief they seek and must have to avert ulti- 
mate bankruptcy with many of them, must come through 
their own organized efforts or through their own organized 
co-operation rather than spasmodic individual efforts or 
through the philanthropy of law making bodies or the 
general public. Whatever does come will be because they 
make it come. 


Their lack of organization and co-operation is reflected 
both in revenues and expenses. If argument, pleas or 
threats fail to produce increased revenues, there are yet 
other remedies no less certain that lie within themselves to 
apply. 

For the past thirty-five years railroads have voluntarily 
thrown away annually millions of dollars’ revenues by use 
of mileage books, scrip, credential tickets, etc., and they 
are doing it to-day. If the legal rate is 3 cents per mile, 
why reduce it one-third by such devices? There never 
was and is not to-day a ghost of a reason to give a drum- 
mer with eight sample trunks a 2-cent rate any more than 
a man with overalls and eight children. The drummer can 
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tack it onto the consumer anyhow, the man with eight 
children cannot. For fear the sample trunk man will 
route his freight some other way, railroads fall over each 
other to give him reduced rates, all of which could have 
been and can be eliminated by organization and agreement 
not to do it. 

Less important is the abuse of Excess Baggage privi- 
leges. Fully 25 or 50 per cent of excess baggage is never 
collected for various and sundry reasons. The man with 
sample trunks or an annual pass will pay hundreds of dol- 
lars excess baggage with cigars. 

Twenty-five millions of dollars are spent annually for 
“Outside Agency Expenses,” which were never contem- 
plated in the institution of rates and entirely or mostly 
unnecessary, except to follow suit. because others do it. 
The local agencies in a city could take care of the busi- 
ness if they would. It.might take a few more clerks and 
telephones but it can be done. Now, let one railroad rent 
a $500-per-month city office and put on a $1,000 staff and 
every competitor will rent an $800 office and put on a 
$1,500 staff and collectively they won’t get a dollar more 
business than without this expense. 

Over ten millions go annually for advertising, part 
necessary and part not. A timetable in the local papers 
and economical printed matter are necessary. Elaborate 
folders, advertising bureaus and pages of advertising are 
superfluous in these days when everybody knows the coun- 
try anyhow. This expense was never contemplated in the 
institution of rates and could be abolished by railroad 
organization. 

Terminals costing anywhere from one to thirty mil- 
lions are doubtful advocates of increased rates, but monu- 
ments to increased interest charges, and do not con- 
tribute a dollar more business for the roads than terminals 
costing one-fourth or one-ténth as much. There should be 
fewer vestibuled trains and more mixed trains unless it is 
known for a certainty the vestibule does pay, not as an 
advertisement but in real money. Laws don’t compel fancy 
trains nor prevent their discontinuance. _it is strictly 
within the control of the management to regulate according 
to known necessity. The public deserves what the reve. 
nues justify, nothing more. , 

Dining-cars at prohibitive rates now operate at a loss, 
when a popular one-price meal at straight 50 cents per, no 
more, no less, would attract more passengers who pay real 
money for riding, though less popular perhaps with dead 
heads and passengers having expense accounts to stuff. 
A train with a 50-cent dining-car,would get the passengers 
and at the same time make the car pay. 

Railroads load themselves up with interest-bearing notes 
for purchase of new equipment instead of wearing out the 
old first, just as a farmer mortgages his farm for a new- 
fangled machine, because his neighbor has one and leaves 
his old to rot in the field, and then finds out he has no 
more land to farm after all. What is actually known of 
the outcome when a lot of 100-ton engines are bought? 
Are they going to increase the revenues to the extent of 
the cost of the engines plus increased maintenance to 
track, plus cost of strengthening bridges, plus interest on 
the costs, plus depreciation of new over old, plus loss by 
abandonment of old, plus increased maintenance and op- 
eration of new over old during the life of them, less what 
they get for the old as scrap. or as unloaded onto some 
small railroad who can and is glad to use them. Are 
these results actually calculated beforehand, or are they 
guessed at because it is the fashion to have 100-ton engines 
instead of 50 or 70-ton engines? 

Most important of all is the labor question, and the 
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.most far-reaching of this is the sympathetic strike. Does 
it need any clairvoyance to see what it would do for rail- 
roads if the bars were put up for keeps against the sym- 
pathetic striker? The right to strike locally for betterment 
of personal conditions is admitted. The sympathetic strike 
is indefensible legally and on every other ground. 

The cost of compliance with various state and na- 
tional laws would furnish details to fill a book, and yet 
railroads know absolutely nothing about this cost. There 
has been no organized or systematic effort to find out, and 
the scope ranges from furnishing ice water for the public 
at large to the mail revenues railroads earn and don’t get, 
not forgetting the clerical services for making various and 
sundry reports. Concerted action would figure this cost 
and probably find that it exceeds annually many of the 
expenses enumerated above. This cost, once ascertained, 
would be a lively advocate of increased rates and, what 
is more, would compel them to that extent at least. 

In the face of these things, is it any wonder that the 
grievance committee of five or six railroads would receive 
from our President his gracious and diplomatic sympathies, 
of course, but if they got anything else the other 1,499 
railroads who were not represented, but should have been, 
have not heard of it. 

Small roads, though seldom direct parties to all of 
these affairs, are affected by them nevertheless. Extrava- 
gances of the big roads in terminal expenses, transporta- 
tion expenses and wages automatically and arbitrarily 
affect the little roads similarly, and influence the divisions 
which they are able to obtain on freight traffic inter- 
changed. ‘ 

This is not an argument against increased rates; they 
must and will come ¢when railroads make them). These 
are alternatives and should be done anyhow. These are a 
few things railroads can do “without the aid or consent 
of any nation on earth.” Not all they can do by any means, 
probably not one-half or one-tenth they can do. 

If railroads agree among themselves to do or not to 
do these things, who is going to prevent them? It is not 
an organization in restraint of anything except their own 
folly. It is organization for their own protection. It is one 
principle of a great National Railroad Protective Associa- 
tion, another provision of which is a national legal depart- 
ment for defense.against unjust laws and for compelling of 
just laws. 


SHIPPERS INDICTED 


A grand jury sitting at Kansas City, according to 
reports to the Commission’s division of inqury, has re- 
turned indictments against Irving Pitt Manufacturing Co., 
Richards & Conover Co. and Kellum Coffee & Manu- 
facturing Co., all of Kansas City, charging violations of 
‘section 10 of the act. 


The Pitt people are accused of shipping loose-leaf 
books as blank books. Loose-leaf take first class, while 
blank books take third. 


Richards & Conover Co. is charged with having 
continued to ship, after notice, packages containing vari- 
ously rated commodities, without observing the rule that 
the rate for the highest rated commodity in the package 
shall apply to all its contents. 

The Kellum people are accused of having shipped, 
also after notice, nickel-plated coffee urns as copper ves- 
sels “not otherwise indexed by name.” Nickel-plated 
coffee urns take double first, while copper vessels not 
indexed take only 114 times first. 

Each indictment contains ten counts. 
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Who’s Who In Traffic 


Some day all the lumps in the railroad rate map of 
Kentucky will be reduced to a dull, flat plane. When that 
day comes somebody with an appreciative soul will journey 
up to the region where the hills afford boulders of suffi- 
cient size and on one will chisel “McChord fecit,” which 
means, I am told, that McChord is the man who did it. 
McChord is the great flattener, the great ironer out of 
contemptuous refusals, on the part 
of carriers by land, to make joint 
rate and through route arrangements 
with carriers by water for transporta- 
tion in the state where he was born 
in 1859. There are still some lumps, 
bumps and humps in Kentucky, 
wherefore, when the time comes, 
Woodrow Wilson will know whom to 
place in the vacancy on the Inter- 
state Commerce Commission when: 
Charles Caldwell McChord’s first term 
comes to an end on the last day of 
1915. He did the work he set for 
fourth section violations and remover 
himself in Kentucky. Also he over- 
came a few odd tasks that other folks 
put before him. He has been doing 
the same in Washington. There is 
not the least indication that “his 
powers are diminishing. Hence there 
can be little doubt about his re- 
appointment. 

A Kentucky rate controversy with- 
out Commissioner McChord standing 
in one angle would be unnatural. For 
more than twenty-five years it has been 
the thought of his waking hours that 
common carriers were standing in 
their own light by taking the attitude 
they assume toward the shippers, their 
best friends. Betimes it has been 
necessary for him to use a club to 
make them see his point of view. 
It has pained McChord these many 
years that rate-makers and capitalists 
have not been able to agree with him. 
At times they have looked on him 
as the personification of all that a 
rate-maker or one engaged in financ- 
ing a railroad should regard with 
horror, but that is one of the pen- 
alties an earnest person must suffer. 
Contrary to an impression that has 
gone abroad, there is nothing of the 
Nemesis about McChord. It merely happens that when he 
has come to a conclusion as to the right of a certain 
matter there is that in him which impels him to pros- 
elyte among the rate-makers and the railroad financiers. 

There is bountiful geniality about McChord. The 
smile is always near the surface, but he thinks a rail- 
road train should be operated in such a way as not to 
offend those who have an idea that it is wasteful fo kill 
or maim human beings and as not to create the im- 
pression that somebody is placing the dollar above the 
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CHARLES C. McCHORD. 





man. Having been placed in charge of the safety appli- 
ance work of the Commission, he sometimes used Jan- 
guage that pained the general managers whose division 
superintendents, trainmasters, engine-drivers and train 
conductors thought so much about other things that they 
forgot what was in the book of rules about safety first. 
The general managers having been impressed with Mc- 
Chord’s views as to the desirability of 
remembering about the rules, it is 
not necessary to mention names. The 
fact that there has been a great les- 
sening of disastrous wrecks is suffi- 
cient. 

Nor is it desirable, at this time, to 
mention names in connection with 
financing operations, inquiry into 
which has been expedited, in some 
measure, by the insistence of the 
Kentucky member that there be more 
thought about the safety of passen- 
gers. The decreased number of pas- 
senger wrecks and the baring of some 
financial operations stand as remind- 
ers that there is some persistence 
about McChord. And why should not 
one expect persistence in a man who 
served as chairman of the Kéntucky 
board of railroad commissioners from 
1892 to 1895 and then came back to 
do it again from 1899 to 1907? No 
other man with persistence enough to 
be twice chairman of a state commis- 
sion can be recalled at this minute. 
The McChord railroad rate law may 
not be as widely known as some 
other products of the once bloody 
ground, but among those who know 
something about bringing about the 
regulation which has been of benefit 
to the common carriers of the land, 
the McChord law needs no introduc- 
tion. When McChord was not serv- 
ing ‘the state as chairman of the state 
board, he was sitting at the counsel 
table as attorney for the enforcement 
of the McChord law or before the 
federal body in behalf of Kentuckians 
not able to get all they thought them- 
selves entitled to receive through that 
Kentucky statute, asking that the act 
of 1887 and acts amendatory thereof 
and supplementary thereto be ap- 
plied to the situation. 

In addition to believing that lumps, humps and bumps 
should be removed from the rate fabric, particularly in 
Kentucky, he has an idea that the millions spent by the 
government in improving the navigable streams of the 
country were intended to provide national highways for 
use, not merely for ornament. Therefore, in the Bowling 
Green packet case, the. Kentucky member said the rail- 
roads really should accord greater recognition than they 
do to the fact that there is water competition to that point. 
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He suggested that the usual differential between all-rail 
and rail-and-water rates should be’ restored from eastern 
points, even if, as alleged, the railroads control the water 
line and they are satisfied with the rail-and-water rates, 
and the divisions thereof, especially the divisions. Obvi- 
ously he argued that, inasmuch as Congress had spent 
some hundreds of thousands on the improvement of the 
Green River, the folks living at Bowling Green should be 
able to bring the goods they ordered in Syracuse to their 
city for less money, rail-and-water, than if they used the 
all-rail routes. 

Following, as it did, the opinion of Commissioner Dan- 
iels in the Decatur Navigation Co. case, the Bowling 
Green decision gives one the right to infer that Daniels 


and McChord believe the facilities of the carriers by land 
and of those that carry by water shall be perfectly artic- 


ulated. Congress decreed the improvement of the water- 
ways. Congress decreed reasonable rates by land and by 
water, incidentally making a few observations about car- 
riage by land and by water as a joint enterprise. In the 
fulness of time, as the most eminent citizen of Danville, 
Ill., would say, isn’t it probable that Charles Caldwell 
McChord will become known not merely as a leveler of 
humps and bumps, but also as an articulator of the land 
and water carriage systems of the land? Why not? 


QUESTIONS IN RATE REVISION 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 

Within the next month the Commission will have 
to decide to what extent it will allow to become effec- 
tive the revision of rates made by carriers with a view 
to meeting what they conceive to be the suggestions 
for improving their.revenues contained in the decision 
in the advanced rate case. Tariffs are on file, with 
effective rates running to December 20, in which the 
carriers appear to be making advances to be justified 
on the ground that they are in accordance with the opin- 
ions expressed in the five per cent case. 

Shippers have raised the question as to whether they 
are or are not in accord. In addition they have raised 
the question whether, even if in accord, the Commission 
ought to stand by its utterances. In the first class are 
the protests, some filed and‘ some merely in course of 
preparation, against advances in proportional rates to 
various gateways on movements from C. F. A. The 
Commission allowed some of the proportionals to Mis- 
sissippi River crossings to go into effect November 1. 

In the second class are protests against increases of 
much more than five per cent, on the so-called unre- 
munerative commodities, as, for instance, live stock, 
grain and dressed meats. Notice of an intention to make 
such increases was given by Mr. Maxwell when he testi- 
fied in the rehearing on the advanced rate case. 

Ever since that testimony was given the newspapers 
have been saying, at intervals of a few days, that the 
live stock, packing-house products and dressed meats 
tariffs had been filed, to become effective December 15, 
but they were not filed until this week. 

The cattle rate, according to Mr. Maxwell, from Chi- 
cago to New York was to go up from 28 to 33 cents; 
dressed meats from 45 to 50 cents; calves, sheep and 
‘oes in double-deck cars from 30 to 33 cents, and pack- 
ing-house products from 30 to 33 cents. 

That is a good deal more than five per cent, but live 
siock and dressed meats are in the Commission’s list 
of commodities on which the rates are not remunerative, 
hence the disregard of the five per cent rule, the as- 
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sumption being that unless the return from the proposed . 
rate is in excess of 15 cents per car-mile, the Commission 
will not suspend the tariff carrying it. 

The Ann Arbor & Detroit, Toledo & Ironton and 
other C. F. A. lines have filed tariffs adding, in a general 
way, one cent to their rates on grain and grain products 
from stations in Ohio and Michigan to Atlantic seaboard 
points. That is also more than a five per cent increase, 
but it is protected (if that expression may be used) by 
the list of “unremunerative commodities” carried in that 
decision. : 

The question is raised, in connection with the grain, 
cattle and dressed meat rates, whether the decision 
allows the higher rate to be imposed on traffic moving 
beyond the lines of the territory of origin. The inference 
to be drawn from the refusal of the Commission in the 
Mississippi crossing proportionals is that it may be im- 
posed, even if thereby trunk line territory roads are 
helped. ; 

A like question is being raised in connection with 
the increases in passenger fares which the Pennsylvania 
and Baltimore & Ohio propose shall be increased on De- 
cember 1, if their tariffs are not suspended. The Erie 
joined in that move on Saturday. The effort is to bring 
interstate rates to a basis of 2% cents, via short-line 
mileage. The new rates do not come up to that basis 
except in rare instances, but the idea is to get to that 
basis. The Erie tariff increases rates between C. F. A. 
points, and leaves untouched fares to trunk line points. 

The point has been made, pointedly, too, that if the 
passenger fares to C. F. A. are increased, it will be neces- 
sary, sooner or later, to increase east and west fares, so 
that in the end the eastern and western trunk line roads 
will get the benefit. It will be necessary to line up rates 
through the gateways. 

Tariffs increasing rates in western trunk line terri- 
tory are also coming in, but they do not raise the difficult 
questions presented by the other tariffs. Their suspsn- 
sion, pending investigation, is taken as a matter of course, 
so as to give the objecting shippers an opportunity to 
be heard. 


IRON ORE RATES 


Examiner Carmalt of the Interstate Commerce Com- 
mission did not hold a hearing Nov. 19 in the complaints 
of the Wheeling Steel & Iron Co. vs. R. P. R. R. and the 
Pittsburgh Steel Co. vs. L. S. & M. S., as he intended. 
Wade H. Ellis representing the Wheeling interest, insisted 
that the Wheeling case should be considered by itself and 
not mixed up with the Pittsburgh case or with the one 
initiated by the Commission involving the general subject 
of iron ore rates, 

He took the position that inasmuch as the carriers 
had elected to cure the discrimination against users of 
iron ore at Pittsburg by increasing the Wheeling rates 
from 60 to 88 cents, the burden was upon them of justify- 
ing the increase, and that they could not make their justi- 
fication by showing that they had reduced the Pittsburgh 
rates from 96 to 88 cents, thereby placing Pittsburgh on 
a parity with Wheeling. Examiner Carmalt thought that 
point was well taken as to a part of the old subject, but 
he thought the whole subject might well be treated at the 
same time. Mr. Butterfield, representing the New York 
Central interests, said he had no objection to any form 
of procedure that might be suggested. Mr. Ellis, however, 
insisted on a severance of the Wheeling complaint. Ex- 
aminer Carmalt said he would submit the matter to the 
Commission. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 
In this department we shall answer simple questions relat- 


ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Computing Value at Invoice Price Less Discount in Dam- 
aged Shipments. 


Illinois.—“One of our railroad friends insists upon the 
deduction of a two per cent cash discount in the settle- 
ment of all of our damage claims on which we originally 
took the two per cent discount in the settlement made 
with our shipper. All of our claims, of course, are filed 
on the basis of the actual cost of the material to us at 
point of origin plus the freight which we pay on same 
for delivery to destination, and, therefore, each and every 
claim which we file represents an actual loss to us in 
stationery, time, labor and actual cash. Has this matter 
ever been thoroughly thrashed out, and, if so, will you 
kindly let us know, through your publication, at your 
earliest convenience, whether or not the carriers can in- 
sist upon an allowance of two per cent, and also whether 
they are entitled, if they are at all, to deduct this at 
such time as they may see fit to make settlement, or 
if it would be necessary for them to actually pay for the 
goods within the discount period dating from time of 
shipment as allowed by the shipper of the goods?” 

The Interstate Commerce Commission has not passed 
on the precise point involved in the above inquiry, and 
we know of no court decisions on that point. But, view- 
ing this question in the light of prior interpretations by 
the Commission of paragraph 2, section 3, of the Uniform 
Bill of Lading, and giving to the words thereof their 
common meaning and acceptance, it is our opinion that 
a carrier would not be entitled to deduct from the invoice 
price of a lost or delayed shipment such amount as is 
allowed to the consignee as discount by reason of a cash 
payment. The deduction for a cash payment is usually 
a matter of determination and action after the goods 
have been shipped, and the provisions of the aforesaid 
paragraph would seem, therefore, to have no application 
thereto. In rule 387, Conference Rulings, Bulletin 6, the 
Commission held that this paragraph would not apply to 
a shipment made several weeks later than the contract of 
sale, and, reasoning by analogy, it would seem that a 
carrier could not compute the value of the property meas- 
ured by the invoice price at a time subsequent to the 
time of shipment, when the express provision of. the bill 
of lading isy “the value of the property (being the bona 
fide invoice price, if any, to the consignee, including the 
freight charges if prepaid), at the place and time of 
shipment.” Obviously, the value of the property at the 
place and time of shipment is the full price shown in 
the invoice from the consignor. 

% * 
Reparation on Informal Complaints. 

Connecticut.—“The N. O. S. Mfg. Co. have been for- 


warding their product at the regulation class rate, but 
now find that their competitors have been enjoying a 
railroad it was conceded that they were entitled to the 
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same basis of rates as enjoyed by their competitors. 
They now contemplate filing a claim for the two years’ 
period due to a violation of sections 3 and 4 of the Act 
to regulate commerce, but as freight was forwarded on 
a collect basis, amount being allowed on the face of the 
invoice, it is exceedingly difficult, if not impossible, to 


secure all of the paid freight vouchers. Will the original 
bill of lading and a copy of invoice be sufficient for them 
to place this matter before the Commission?” 

In accordance with rule 396, Conference Rulings, Bul- 
letin 6, “Reparation under informal proceedings will be 
authorized in instances where the tariff rate has been 
applied, upon the filing of an application by the carrier 
or carriers which participated in the transportation of 
the property in question, containing an admission that 
the rate charged was unreasonable, supported by a state- 
ment of the facts substantially showing that the charge 
demanded for the transportation service performed was 
excessive, that within a reasonable time a tariff naming 
the rate upon basis of which adjustment is sought has 
been published, and ‘that such rate has been made law- 
fully applicable via the route over which the shipment 
moved.” If the carrier fails to file such an application, or 
an admission that the rate charged was unreasonable, the 
proceedings before the Commission must be instituted by 
formal petition. Attached to such petition, whether formal 
or informal, should be an exhibit, identifying each ship- 
ment by date, car number, point of origin, place of des- 
tination, amount charged and amount of overcharges. 

It is the practice to establish a right to recover and 


“proof of damages by introducing at the hearing the origi- 


nal bills of lading and expense bills. However, on satis- 
factory proot that the originals are not available, verified 
copies thereof will be accepted as sufficient evidence. 

* of Bo 


Negligence Not Presumed in Warehouseman Through Loss 
of Goods by Fire or Theft. 


New York.—“We are located on the main transfer 
yard of the ‘A. B.’ Railroad, and from this yard extends 
our private siding into our factories. We would like to 
know if the railroad company would be responsible pro- 
viding the contents of the cars were damaged by fire, 
theft or leakage, providing, first, the car had been deliv- 
ered on our siding for us to unload, or, second, the car 
had not been delivered on our siding, but was in the yard 
ready for delivery as soon as we should instruct the rail- 
road to place it, considerable time having elapsed, due 
to the congested condition of our siding? 


We have read your opinions stating that after de- 
livery has been established, the carrier’s obligation as 
such has ceased and the less burdensome one of the 
warehouseman has supervened, and that in such cases 
where they acted as warehousemen, the railroads have 
been excused when such fire, explosion, leakage or theft 
was without the fault or negligence of the carrier. Would 
the carrier be negligent providing they maintained a 
watchman in the yard and gave the car the same general 
supervision they do other cars? In other words, is the 
theft or fire presumptive evidence of negligence? As 
we are in the habit of leaving cars in the possession of 
the railroads, oftentimes beyond the demurrage period, 
do you think that our responsibility is sufficiently immi- 
nent so that we should insure against loss by fire?” 

Inasmuch as an actual delivery of a shipment has 
been effected by the carrier. when it places the car on 
private or industrial track, or a written notice given to 
consignee of its readiness to so deliver, any injury re 
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sulting thereafter through accidental fire, or leakage, or 
loss by theft, without the carrier’s fault or negligence, 
would not be at the risk or responsibility of the carrier, 
beeause the carrier’s liability has been that of a ware- 
hotigeman only. As such warehouseman, it is bound to 
tak@ merely ordinary care of the goods; that is, such 
care and diligence as ordinarily prudent persons in that 
business are accustomed to exercise toward property in 
their charge, or in the care of their own property under 
similar circumstances. As a general rule, a warehouse- 
man id not liable for the destruction of goods by fire, or 
the loss by leakage, or by theft, not due to its negligence, 
o- that of its agents in the course of their employment, 
and the burden of showing neglect of the warehouseman, 
or its agents, is upon the shipper. What constitutes ordi- 
nary care and diligence is a question to be determined 
by the jury, viewed by the surrounding facts and cir- 
cumstances, the burden of proving negligence being upon 
the plaintiff. 
ES * % 
Charges on Mixed Carloads in Absence of Tariff 
Regulation. 

Minnesota.—“There was shipped from Superior, Wis., 
to a local point in South Dakota, a mixed carload of coal— 
part soft and part hard. The carrier handling this ship- 
ment has tariffs showing the rates on hard coal and on 
soft coal, minimum twenty tons on each, but makes no 
provision in either tariff for the shipment of a mixed 
carload. This coal was billed to one consignee under a 
single bill of lading, and on arrival at destination con- 
signee was assessed the hard coal rate (being the highel 
rate) on the entire load. A short time after the con- 
signee was presented with a corrected bill, charging him 
the minimum weight (twenty tons) on the soft coal and 
the minimum weight (twenty tons) on the hard coal, 
making a total charge on twenty tons hard and twenty tons 
soft, although the entire carload contained but 53,840 
pounds, divided as follows: Hard coal, 19,640 pounds; 
soft coal, 34,200 pounds. According to our understanding 
of this matter, the highest charge the carrier could law- 
fully make would be the hard coal rate on the entire 
shipment. Can you give any authorities along this line?” 

Rule 11 of the Western Classification No. 52 provides 
that “no two or more articles shall be shipped in mixed 
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carload, at carload rate, unless so provided for in the 
classification.” There is a further rule, 21A, which pro- 
vides that “where two or more articles are mentioned in 
one item, or bracketed items, they may be forwarded in 
separate or mixed carload at the rate shown.” Although 
anthracite and bituminous coal take the same rate in 
Western Classification, yet they are mentioned in dif- 
ferent items, and therefore rule 21A has no application 
to the shipment in question; neither has rule 11, because 
there is no provision in the classification for mixed car- 
load of coal, which, we understand, is equally true of 
the specific tariffs filed by the carrier handling this ship- 
ment. In the case of Jelks vs. C. L. R. R. Co., Unrep. 
Op. A-240, the carrier’s tariffs did not authorize shipment 
of pears and watermelons in mixed carload at the carload 
rate applicable to the article having the highest rate 
and minimum. The Commission held that “charges should 
have been assessed on the basis of the carload rate on 
watermelons, and the less-than-carload rate on pears.” 
In an earlier case, Iowa Paint Mfg. Co. vs. M. & St. L. 
R. R. Co., 21 I. C. C., 477 (see page 780, Oct. 28, 1911, 
issue of The Traffic World), where a shipper loaded 
32,635 pounds dry-earth paint, 165 pounds paint in oil 
and 140 pounds lampblack, in one car, moving under a 
tariff which provided for a 30,000-pound minimum on 
dry-earth paint, but did not provide for mixed carload 
rates, the Commission held that the charges should have 
been made at the carload rate on dry-earth paint and the 
less-than-carload rate applicable to the paint and oil, and 
the lampblack, respectively. 

The carload minimum rate for coal in Western Clas- 
sification is 40,000 pounds. We cannot determine the dif- 
ference between the carload and the less-than-carload rate 
on the shipment in question, because the destination point 
is not given. But in applying the principle established 
in the foregoing cited cases to the shipment in question 
it would seem that the carrier should assess the carload 
rate on 40,000 pounds of soft coal and the less-than-carload 
rate on 19,648 pounds of hard coal, unless the charge on 
that basis for the hard coal would exceed the charge 
at the minimum carload rate, in which event, in accord- 
ance with rule 18, Western Classification, the carload 
rate on the carload minimum would apply on the hard 


coal also. 





Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new and. were not carried in the publication before last Satur- 
day. Cancellations and postponements announced too. late to 
make the change In this Docket will Fe noted elsewhere. 
November 23—Argument at Washington, D. C.: 

Fourth Section Application Nos. 205, 305 and others , being pe- 
tition of the carriers for further relief from the requirements 
of the Fourth Section of the Act to Regulate Commerce as 
to rates and commodities named in Schedule G other than 
was afforded by Fourth Section Order No. 124 

November 23—Chicago, Ill.—Examiner Kelly: 

1. & S, 4832—Proportional class and commodity rates to and 
from Mississippi River crossings. 

Novae 23—New York, N. Y.—Examiner Gutheim: 
5130—W. N. White & Co. vs. Western Union Telegraph Co. 
November 23—Omaha, Neb.—Examiner Flynn: 

|. & S. 481—Rates on grain and grain products, stations in 
Kansas, Oklahoma and other states. 

e00—Walrath & Sherwood Lumber Co. vs. C. M. & St. P. 

Ry Oo. eta 
7097—Jay Burns Baking Co. vs. Am. Ex. Co. et al. 
November 24—New York, N. Y.—Examiner Gutheim: 

es post Jersey R. R. _& Terminal Co. vs. C. R. R. of N. J. 

et a 
November 24—Washington, D. C.—Examiner ate: 

- & S. 490—Lumber transit privileges at Buffalo, N. Y. 
sane 24—Omaha, Neb.—Examiner Flynn: 

7153—Nebraska Bridge Supply and Lumber Co. vs. N. C. & 
St. L. Ry. Co. et al. 


eee Bridge Supply and Lumber Co. vs. A. Gt. Sou. 

R a 

6412—Nebraska Bridge Supply and Lumber Co. vs. A. Gt. Sou. 
R. R. et al. 


November 25—Washington, D. C.—Examiner Barclay: 
* 6990—Natl. Assn. of Tanners et al. vs. L. V. R. R. Co. et al. 
et al. 


November 25—Omaha, Neb.—Examiner at 
7256—Beebe & Runyan anes Co. vs. U. R. R. Co. et al. 
7083—Geo. H. Lee Co. vs. C. R. I. & P. Ry. So. 
7106—Anchor Grain Go. vs. C. B. & Q: BR. R. Ca: etal. 


November 27—Cincinnati, O.—Examiner Pleasants: 
|. & S. 603—Interstate class and commodity rates between 
stations in the state of Louisiana. 
7114—King Powder Co. et al. vs. P. R. R. Co. et al. 
oe Sheet Metal and Roofing Co. v8. B. & O. R. R. 
0. eta 


ee 27—St. Louis, Mo., Hotel Jefferson, 10:00 a. 
& S. 414—Cancellation of rates in connection with small 
“lines in Official Classification territory. 
4181—Industrial railways case; in the matter of allowances to 
short lines of railroads serving industries. 
Illinois Terminal R. R. 
St. Louis, Troy & Eastern R. R. 
November 27—Chicago, Ill—Commissioner Daniels: 
4262—-In the matter of the investigation of alleged unreason- 
able rates and practices in the transportation of live stock, 
packing house products and fresh meats. 
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4004—Corporation Commission of Oklahoma vs. A, T. & S. F. 
Ry. Co. et al 
|, & S. 31—In the matter of advances in rates on live stock 
from various points to Oklahoma City. 
|. & S. 36—In the matter of advances in class and commodity 
rates between points in Oklahoma and points in Texas. 
|. & S. 56—In the matter of advances in rates on packing 
house products from Oklahoma City to Kansas points. 
|. & S. 93—Advances on fresh meats and packing house prod- 
ucts from Wichita, Kan., to points in Louisiana and between 
other points. 
|. & S, 143—Advances on fresh meats and packing house prod- 
ucts from Oklahoma City and other points to points in the 
state of New Mexico. ; 
November 27—Sioux City, Ia.—Examiner Kelly: 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W. Ry. Co. 
November 28—Cincinnati, O.—Examiner Pleasants: 
7210—Dewey Bros. Co, vs. P. C. C. & St. L. Ry. Co. et al. 
7227—-Dewey Bros. Co. vs. B. & O. S. W. R. R. Co. et al. 
7359——-Dewey Bros. Co, vs. B. & O. S. W. R. R. Co. et al. 
November 30—Philadelphia, Pa.—Examiner Bradley: 
* 7027—Hire’s Condense Milk Co. et al. vs. P. R. R. et al. 
November 30—Chicago, Ill., Hotel La Salle, 10:00 a. m.: 
1. & S. 41 ancellation of rates in connection with small 
lines in Official Classification territory. 
4181—Industrial railways case; in the matter of allowances to 
short lines of railroads serving industries 
Calumet, Hammond & Southeastern R. R. 
Chicago, Calumet River R. R. 
Chicago & Illinois Western R. R. 
Chicago Short Line Ry. 
Chicago, West Pullman & Southern R. R. 
Illinois Northern Ry. 
Wyandotte Southern R. R. 
Indiana Northern Ry. 
Manufacturers’ Junction Ry. 
New Jersey, Indiana & Illinois R. R. 
Pullman R. R. 
Algoma Central & Hudson Bay Ry. 
November 30—Cincinnati, O.—Examiner Pleasants: 
7252—Doran & Co. vs. N. C. & St. L. Ry. 
—ase Glenny Glass Co. vs. Hocking Valley Ry. Co. 
et al. 
November 30—Wheeling, W. Va.—Examiner Waters: 
7249—Otto Jaeger vs. Ann Arbor R. R. Co. et al. 
November 30—Detroit, Mich.—Commissioner Hall: 
6833—In re Pere Marquette R. R. Co. 


December 1—Cairo, Ill—Examiner Butler: 
6955—G. I. Moore vs. St. L. & 9S. F. R. R. Co. et al. 
7182—Cairo Milling Co. vs. M. & O. R. R. Co. 
December 1—Kalamazoo, Mich.—Examiner Kelly: 
* ee Toasted Corn Flake Co. vs. Mich. Cent. R. R. 
et al. 
* rr een Chamber of Commerce vs. 
et al. 
* 7371—Battle Creek Chamber of Commerce et al. vs. B. & O. 
R. R. Co. et al. 
December 1—Huntington, W. Va.—Examiner Waters: 
7012—Hampton Grocery Co. et al. vs. Sou. Ry. Co. et al. 
December 2—Pine Bluff, Ark.—Examiner Pleasants: 
7125—Arkansas Rice Co. vs. La. West. R. R. Co. et al. (Also 
Fourth Section Application.) ‘ 
7079—Stuttgart Rice Mill Co. vs. Tex. & N. O. R. R. Co. et al. 
December 3—Little Rock, Ark.—Examiner Pleasants: 


ee Stave Co. vs. Memphis, Dallas & Gulf R. R. Co. 
et al. 


6998—Darragh Co., vs. Mo. Pac. Ry. Co. et al. 


December 3—Philadelphia, Pa.—Examiner J. Edgar Smith: 
7151—Perkins Glue Co. vs. L. V. R. R. Co. et al. 
ss Lo Pont de Nemours Powder Co. vs. Colo. & Wyo. 
y. et al. 
7163—Thomas B. Hammer vs. A. C. L. R. R. Co. et al. 
December 3—Springfield, Ill.—Examiner Butler: 


ee pentane Farmers’ Elevator Co. vs. C. & A. R. R. Co. 
et al, 


December 3—Vincennes, Ind.—Examiner Waters: 
6916—National Rolling Mill Co. vs. C. & E. I. R. R. Co. et al. 
(Also Fourth Section Application.) 
“,19—Old Vincennes Distillery Co. vs. C. T. H. & S. E. Ry. 


Ann Arbor R. R. 


Co. et al. 
7397—Indian Refining Co. vs. Sou. Ry. Co. 


December 4—Peoria, Ill.—Examiner Butler: 
7164—Jones & Adams Coal Co. vs. L. & N. R. R. Co. et al. 
December 4—Terre Haute, Ind.—Examiner Waters: 
7318—Lewis McNutt vs. Pa. Co. et al. 


December 4—Philadelphia, Pa.—Examiner J. Edgar Smith: 
7181—Pennsylvania Salt Mfg. Co. vs. P. R. R. Co. 
7260—D. B. Martin Co. vs. P. R. R. Co. 
7276—Produce Lumber Co vs. Norfolk Sou. R. R. Co. et al. 


December 4—Ft. Smith, Ark.—Examiner Pleasants: 
6985—L. Feedberg & Co. vs. Ahnapee & West. Ry. Co. et al 
December 5—Moline, Ill_—Examiner Burlers: 
* 1. & S. 528—Rates on wagons from Ft. Smith, Ark., to sta- 
tions in Oklahoma, 
December 5—Muskogee, Okla.—Examiner Pleasants: 
7094—Muskogee Wholesale Grocer Co. vs. St. L. & 9. F. R. R. 
Co. et al. 
December 5—Indianapolis, Ind.—Examiner Waters: 
7204—Indiana Silo Co. vs. P. C. C. & St. L. Ry. Co. et al. 
December 5—Philadelphia, Pa.—Examiner J. Edgar Smith: 
7336—R. A. & J. J. illiams Co. vs. Me. Cent. R. R. Co. et al. 
pane Vulcanized Fiber Co. vs. B. & O. R. R. Co. 
et al. 
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December 7—Chicago, Ill—Examiner Butler: 
7075—Verhalen & Co. vs. St. L. I. M. & S. Ry. Co. et al. 
7173—Armour & Co. vs. C. & N. W. Ry. Co. et al. 
7225—D. B. Zimmerman vs. Gt. Nor. Ry. Co. et al 
7226—D. B. Zimmerman vs. C. R. I. & G. Ry. Co. et al. 
December 7—Fort Wayne, Ind.—Examiner Waters: 
Se Cooperage Co. vs. N. C. & St. L. Ry. Co. 
et al. 
7375—Chas. A: Spanley & John E. O’Connor vs. C. R. I. & P. 
Ry. Co. et al. 
December 7—New York, N. Y.—Examiner J. Edgar Smith: 
5845—Natl. League of Commission Merchants of the U. S. vs 
Pr. R. R. Co. et al. 
7140—Geo. H. Morrill Co. vs. Tex. & Pac. Ry Co. et al. 
* 7350—Barrett Mfg. Co. vs. B. & M. R. R. et al. 


December 7—Tulsa, Okla.—Examiner Pleasants: 
7307—W. C. Norris vs. Ind. Harbor Belt R. R. Co. et al. 
eee Portland Cement Co. vs. C. C. C. & St. L. Ry. 
o. et al. 
7322—Producers’ Supply Co. vs. Midland Valley Ry. Co. 


December 8—South Bend, Ind.—Examiner Waters: 
* 7107—Powell-Myers Lumber Co. vs. St. L. S. W. Ry. Co. et al. 
* 7325—Powell-Myers Lumber Co. vs. L. & N. R. R. Co. et al. 


December 8—Chicago, Ill.—Examiner Butler: 
7213—Ohio Iron and Metal Co. vs. C. & N. W. Ry. Co. 
7180—Burson Knitting Co. vs. C. I. & S. R. R. Co. et al. 
7289—Burson Knitting Co. vs. C. M. & G. Ry. Co. et al. 


December 8.—Oklahoma City, Okla.—Examiner Pleasants: 
7112—Barteldes Seed Co. et al. vs. A. T. & S. F. Ry. Co. et al 

December 8—New York, N. Y.—Examiner J. Edgar Smith: 
7166—Standard Oil Co. vs. Lehigh Valley R. R. Co. 
7219—United Lumber Co. vs. L. & N. R. R. Co. et al. 
7231—Frank Reinert vs. Pullman Co. 


Dec. 9.—New York, N. Y.—Examiner J. Edgar Smith: 
7240—Robt. H. Sizer Co. vs. A. C. L. R. R. Co. et al. 
7284—Standard Oil Co. of N. Y. vs. P. R. R. Co. et al. 
7291—Oscar Heyman & Co. vs. Rutland Trans. Co. et al. 


December 9—Chicago, Ill.—Examiner Butler: 
7000—A. L. Greenburg Iron Co. vs. C. & E. I. R. R. Co. et al. 
7310—Andrew Jergens Co. vs. P. C. C & St. L. Ry. Co. et al. 
7072—Vaughn’s Seed Store vs. C. M. & St. P. Ry. Co. 


December 9—Argument at Washington, D. C.: 

* 6540, Sub. No. 1—Butters Lumber Co, vs. A. C. L. R. R. Co. 
6540, Sub. No, 2—Mullins Lumber Co. vs. Sou. Ry. Co. 

6540, Sub. No. 3—Phosphate Mining Co. vs. S. A. L. Ry. 
6852—Jewett, Bigelow & Brooks vs. C. H. & D. Co. et al. 
7041—Peninsular Portland Cement Co. vs. Cin. Nor. Ry. Co. 
6146—Wait Talcott vs. Sou. Pac. Co. 

6435—Petit Salt Co. vs. C. M. & St. P. Ry. Co. et al. 


December 9—Kalamazoo, Mich.—Examiner Waters: 
7277—Reed Foundry and Machine Co. vs. G. R. & I. Ry. Co. 
et al. 


December 9—Ft. Worth, Tex.—Examiner Pleasants: 
7071—W. H. Wattam and J. S. Wattam vs. Nor. Pac. Ry. Co. 
et al. 
a H. Wattam and J. S. Wattam vs. T. & P. Ry. Co. 
et al. 
782—Dave C. Overfelt vs. T: & P. Ry. Co. et al. 


December 10—Argument at Washington, D. C.: 

* 6519—W. H. Small & Co. et al. vs. Ill, Cent. R. R. Co. 

* 6536—Southern Produce Co. vs. T. & P. Ry. Co. 

* 6693—L. D. Smith et al. vs. T. & P. Ry. Co. et al. — 

* 6642—Rotan Grocery Co. vs. M. L. & Tex. R. R. & S&S. S. Co. 
et al. 

* 6853—Imperial Valley Oil and Cotton Co. vs. Sou. Pac. Co. et al. 


December 10—New York, N. Y.—Examiner J. Edgar Smith: 
7353—Nitro Powder Co. vs. West Shore R. R. Co. et al. 
7372—Natl. Wholesale Lumber Dealers’ Assn. vs. Norf. Sou. 

R. R. Co. et al. 
1. & §. 517—Rates on onions from Big Island, N. Y., and other 
points to Pine Island, N. Y., and other points. 
December 10—Chicago, Ill—Examiner Butler: 
7199—United Cigar Mfrs.’ Co. vs. G. C. & S. F. Ry. Co. et al. 
7224—Great Western Smelting and Refining Co. vs. B. & O. 
S. W. R. R. Co. et al. 

7266—Great Western Smelting and Refining Co. vs. O. S. L. 
R. R. Co. et al. ‘ 

7326—S. Ward Hamilton Co. vs. C. M. & St. P. Ry. Co. et al 


December 10—Grand Rapids, Mich.—Examiner Waters: 
7234—-Grand Rapids Plaster Co. vs. Ann Arbor R. R. et al. 
7150—Berkey & Gay Furniture Co. vs. Mich. Cent. R. R. Co. 

et al. 
7386—Nichols & Cox Lumber Co. vs. G. R. & I. Ry. Co. et al. 
6703—McClintock & Co. vs. Ann Arbor R. R. Co. et al. ‘ 

December 11—Argument at Washington, D. C.: 

*1, & §S. 196—New regulations and practices governing the 
switching of coal and coke in carloads from connecting car- 
riers destined to certain points on the C. M. & St. P., located 
within the limits of the Chicago switching district. 

* 6513—Thompson, Ritchie & Co. et al. vs. Vicks. S. & P. Ry. 
et a.l 

* 6895—Watsontown Brick Co. vs. Nor. Cent. Ry. Co. et al. 


December 11—New York, N. Y.—Examiner J. Edgar Smith: 
7393—Natl. Wholesale Lumber Dealers’ Assn. vs. Sou, Ry. Co. 


et al. 
7398—Natl. Wholesale Lumber Dealers’ Assn. vs. A. C. L. R. R. 
Co. et al. ‘ 
7385—Rose & Wobbe vs. C. C. C. & St. L. Ry. Co. et al. 
December 11—Chicago, Ill.—Examiner Butler: 
7243—Chas. F. Murphy Co. vs. M. St. P. & S. S. M. Ry. Co. 


et al. 
7303—J. W. Butler Paper Co. vs. M. St. P. & S. S. M. Ry. Co 
et al. 
7393—Berry Coal and Coke Co. vs. C. & N. W. Ry. Ca. et al. 
7308—Cohn Bros. Cigar Co. vs. A. T. & S. F. Ry. Co. 
7396—Lucowici Celadon Co. vs, Fla. E. C. Ry. Co. et al. 
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December 11—Saginaw, Mich.—Examiner prea 
7272—Michigan Salt Assn. vs. Mich. Cent. R. R. Co. et al. 
December 12—Chicago, Ill—Examiner ae 
7155—F. J. Lewis Mfg. Co. vs. Wabash R. R. Co. et al. 
7160—Colonial Salt Co. vs. Pa. Co. et al. 
7191—Thos. S. Smith vs. C. & O. Ry. Co. et al. 
= Iron and Steel Co. vs. Norf. & West. Ry. Co. 
et a 
December 12—Argument at Washington, D. C.: 
* oe Cottonseed Crushers’ Assn. vs. M. K. & T. Ry. 
0. eta 
* 7048—Oklahoma Cottonseed Crushers’ Assn. vs, A. T. & S. F. 
Ry. Co. et al. 
* 5394—Wisconsin & Arkansas Lumber Co. et al. vs. St. L. I. M. 
& Sou. Ry. Co. et al. 
December 12—El Paso, Tex.—Examiner Pleasants: 
7238—M. Canales vs. G. H. & S. Ry. Co. et al. 
December 12—New York, N. Y.—Examiner J. Edgar Smith: 
7390—International Salt Co. of N. Y. vs. L. V. R. R. Co, et al. 
Fourth Section Applications: 
1547—Southern Ry. Co. 
1561—Norfolk & Western Ry. Co. 


1780—C. C. McCain, Agent. 
This proceeding is to be heard in connection with the case, 


International Salt Co. of N. Y. vs. L. V. R. R. Co. et al., 
Docket 7390. 
December 14—San Antonio, Tex.—Examiner Pleasants: 
7069—Lone Star Brewing Co. vs. M. K. & T. Ry. Co. et al. 


December 14—Chicago, Ill—Examiner Butler: 
7174—Coe, Converse '& Edwards vs. B. & O. i et al. 
7246—Chicago House Wrecking Co. vs. C. S I. & P. Ry. Co. 
eta 
aE eeneuy Portland Cement Co. et al. vs. C. & N. W. Ry. 
0. et a 
December 14—Baltimore, Md. -ernaniner ween: 
7161—Bartlett- -Hayward Co. vs. B. os . R. Co. et al. 
6849—Atlas Coal and Coke Co. vs. R. rR Co. et al. 
6913—H. C. Jones & Co. vs. Nor. Gent. Ry. Co. et al. 
a" mem Freezing and Heating Co. vs. P. 
eta 
December 15—Houston, Tex.—Examiner Pleasants: 
7121—South Texas Grain Co. vs. St. L. B. & M. Ry. Co. et al. 
*7104—Houston Gas Co. vs. Nor. Cent. Ry. Co. et al 
71483—Tyler Produce Co. et al. vs. Int. % Gt. Nor. Ry. Co. et al. 
December 15—Chicago, Ill.—Examiner Butler: 
6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
7165—Swift & Co. vs. L. & N. R. R. Co. 
7205—Swift & Co. vs. T. & P. Ry. Co. et al. 
3561—S'wift & Co. vs. Sou. Pac. Co, et al. 
7297—Walter R. Kirk vs. M. K. & T. Ry. Co. of Texas et al. 


December 16-17—Argument at Washington, D. C.: 
* 6381—Application of the Pennsylvania R. R. Co. 
Canal Act). 
6615—Application of the Erie R. R. Co. 
6616—Application of the Erie R. R. Co. 
6504—Application of the Lehigh Valley R. R. Co. 
6631—Application of the Lehigh Valley R. R. Co. 
6570—Application of the N. Y. C. & H. R. R. R. Co. 
6573—Application of the N. Y. C. & H. R. R. R. Co. 
6765—Application of the N. Y. C. & H. R. R. R. Co. 
6603—Application of the Rutland R. R. Co. 
. 6624—A pplication of the Grand Trunk ay. Co. of Canada, 
* 6874—Application of the D. L. & W. R. Co. 
December 16—Houston, Tex.—Examiner Bt 
7022—Bland & Fisher Lumber Co. vs. Gulf, Colo. & Santa Fe 
Ry. Co. et al. 
7011—Bland & Fisher Lumber Co. vs. T. & N. O. R. R. Co. 
et al. 
7340—Standard Milling Co. vs. Int. & Gt. Nor. Ry. Co. et al. 
December 16—Geneva, N. Y.—Examiner J. Edgar Smith 
7111—Patent Cereals Co. vs. N. Y. C. & H. R. R. R. Co. et al. 
6462—E. A. Nordstrom vs. C. M. & St. P. Ry. Co. et al. 
December 16—Chicago, Il].—Examiner Butler: 
ber 5 dean Soctee Brewing Assn. vs. C. M. & St. P. Ry. Co. 
et a 
6305—John W. Keogh & Co. vs. C. St. P. M. & O. Ry. Co. et al. 
6212—Omaha Packing Co. vs. C. M. & St P. Ry. Co. et al. 


December 17—Buffalo, N. Y.—Examiner J. Edgar Smith: 
7141—Lippard Stewart Motor Car Co. et al. vs. Mich. Cent. 
R. R. Co. et al. 
7 ae Stewart Motor Car Co. vs. Mich. Cent. R. R. 
‘o. et 
7365—Buffalo Specialty Co. vs. Wabash R. R. Co. et al. 


SOCeaer 18—Argument at Washington, D. C.: 


* 5922—-Mitchell Coal and Coke Co. vs. P. R. R. Co. et al. 
* 6886—Montrose and Delta Counties’ Freight Rate Assn. 
D, & R. G. R. R. Co. et al. . 
* 6887—Montrose and Delta Counties’ Freight Rate Assn, 
___D. & R. G. R. R. Co. et al. 
+ ana and Delta Counties’ Freight Rate Assn. 
___D. & R. G. R. R. Co. et al. 
* 6788—Superior Mfg. Co. vs. C. St. P. & S. S. M. Ry. Co. 
December 18—Buffalo, N. Y.—Examiner J. Edgar Smith: 
7119—Corning Glass Works vs. P. R. R. Co. et al. 
7149—Thomas Fitzgerald Co. vs. B. R. & P. Ry. Co. 
December 19—Williamsport, Pa.—Examiner J, Edgar Smith: 
7239—E. Nerdi’s Sons vs. P. R. R. Co. et al. 
Dec€mber 19—Argument at Washington, D. C.: 
“tt & S. 352—Rates on tomatoes from Jacksonville, Fla., to 
, Kansas City, Mo., and other points. 
. & S. 398—Rates on tomatoes from Jacksonville, Fla., to St. 
; Paul, Minn., and other points. 
P 6922—Industrial Traffic Assn. vs. B. * O. R. R. Co. et al. 
* 6921—Industrial Traffic Assn. vs. P. R. Co. et al. 
* 6818—Greer-Beatty Clay Co. vs. Pa. Bo. et al. 
9840—Doran & Co. vs. N. C. & St. L. Ry. Co. et al. 


R. R. Co. 


(Panama 
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January 20—Chicago, Ill.—Commissioner Daniels: 


7090—iIn the matter of embargoes. 


APPLICATIONS UNDER PANAMA CANAL ACT 
Hearings at Baltimore—Commissioner Clements. 


Nera ot a 28—6669—Pennsylvania R. R. Co. (Chesapeake 

ay Lines). 

November 27 and 28—6667—Baltimore, Chesapeake & Atlantic 
Ry. Co. (Chesapeake Bay Lines). 

November 27 and 28—6670—Maryland, Delaware & Virginia Ry. 
Co. (Chesapeake Bay Lines). 

November 30—6566—Southern Ry. Co. (Chesapeake Steamshir 


Co.). 
ee 30—6602—Atlantic Coast Line (Chesapeake Steamship 


0.). 

December 1—6601—Seaboard Air Line Ry. Co. (Baltimore Steam 
Packet Co.). 

December 2 and 3—6590—Norfolk & Western Ry. Co. (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 

December 2 and 8—6580—Chesapeake & Ohio BY; Co. (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 

December 2 and 8—6602—Atlantic Coast Line (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 

December 2 and 3—6601—Seaboard Air Line Ry. Co. (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 

December 2 and 3—6566—Southern Ry. Co. (Old Dominion 
Steamship Co.) (Virginia Navigation Co.). 

Nos. 6667, 6669 and 6670 will be heard together; likewise, Nos. 
6566 and 6662, and also Nos. 6566, 6580, 6601 and 6602. 


DIGEST OF NEW COMPLAINTS 


oe, am. & . No. 6. George H. Tay Co., San Francisco, vs. 

Asks A... a amounting to $1,337.50 paid for switch- 
ing on plumbing supplies while the $2.50 switching rate was 
in effect. 

No. 7473. J. T. Sundblom, Chicago, vs. Canadian Northern et al. 

Alleges excessive storage charges on household goods in Chi- 
cago due to failure to notify as per request of consignee. 
Asks for reparation. - 

No. 7474. Grand Island Commercial Club and the Chamber of 
Commerce of Hastings, Neb., vs. New York Central et al. 

Against unreasonable and unjust class and commodity rates 
between points in Illinois, Wisconsin, New York, Indiana, West 
Virginia, Maryland, Michigan, Ohio, Massachusetts and Penn- 
sylvania and Grand Island and Hastings, and unjustly dis- 
criminatory in that they exceed rates to Omaha. Ask for just 
and reasonable rates and reparation, 

No. 7475. Cal Hirsch & Sons Iron and Rail Co., St. Louis, vs. 
Mobile & Ohio. 

Ask for reparation on shipment of scrap tin, forwarded on a 
15c rate from St. Louis to New Orleans for export in 1908, and 
on which respondent recovered judgment for the difference 
between the 15c rate and the 35¢ rate legally applicable at 
time of shipment because 15c rate now in effect had been 
published only 27 days at time shipment moved, although 
eens carrier quoted it to complainant as being in 
effect. 

No. 7476. Indiana Veneer and Lumber Co., Indianapolis, vs. St. 
Lous, Iron Mountain & Southern et al. 

Against through rates on logs from McGehee and Haynes, 
Ark., to Indianapolis as being unjust and unreasonable be- 
— in excess of combinations on St. Louis. Asks for repa- 
ration. 

No. 7477. Wharton Sugar Co., Wharton, Tex., vs. 
Louisiana & Texas R. R. & S. S. Co. et al. 

Against the collection of alleged undercharges on six car- 
loads of syrup shipped from Wharton, Tex., to New Orleans, 
and then returned'to Wharton, as unjust and unreasonable. 
Asks that rates originally collected be declared just and 
reasonable and that reparation down to such rates be ordered. 

No. 7478. Miller Mfg. Co., Defiance, O., vs. B. & O. et al. 

Against the imposition of fifth class rates on tent pins 
shipped from Hicksville to St. Louis as unjust and unreason- 
able in that it exceeds the sixth class applicable on lumber, 
tent pins being of less value than lumber. Asks for cease 
and desist order and reparation. 

No. 7452, Sub. No. 1. United Lumber Co., Uniontown, Pa., vs. 
Baltimore & Ohio ét al. 

Unjust and unreasonable rates on lumber, C. L., Urania 
Junction, Pa., to Hornell, N. Y. Ask for cease and desist 
order, establishment of maxima rates and reparation. 

No. 7479. Henry H. Carter, Boston, Mass., vs. Minneapolis, St.’ 
Paul & S. S. Marie Ry. Co. et al. 

Alleged excessive charges on excess baggage and a chal- 
lenge of the right of the road to require purchase of two 
transportation tickets when only one individual is trans- 
ported in a drawing-room car between St. Paul and Chicago. 
Asks for cease and desist order, maxima rates and reparation. 

No. 7480. Indianapolis Chamber of Commerce vs. Cleveland, 
Cincinnati, Chicago & St. Louis. 

Unjust and discriminatory rates against Indianapolis and its 
shippers and dealers by reason of Sup. 17 to Fulton’s Joint Pro- 
portional Freight Tariff No. 105D, abrogating the application of 
Southern Classification and substituting Official Classification 
to that part of the through rate between Cincinnati and Cairo. 
Ask for cease and desist order and the restoration of Southern 
Classification ratings. . 

No. 7206, Sub. No. 6. Great Western Milling Co., Los Angeles, 
vs. Southern Pacific. 

Against the $2.50 switching charge. 


$1,812. 
No. 7485. Kilby Locomotive and Machine Works, Anniston, Ala., 
vs. Southern et al. 
Against a rate of 35c on logging cars from Anniston to 
Gradyville, Ga., as unreasonable and unjust. Ask for a just 
and reasonable rate and reparation. 


Morgan's 


Asks for reparation for 








TRAP-CAR TARIFFS 





The suspension board of the Interstate Commerce 
Commission held an informal hearing by direction of the 
Commission at the New Willard Hotel, Washington, D. C., 
Monday, November 16. The protestants against the trap- 
car charges were represented by John S. Burchmore, of 
Borders, Walter & Burchmore, for the National Industrial 
Traffic League, who had filed a petition, as reported in 
last week’s Traffic World, asking a suspension of trap- 
car tariffs throughout the country as filed by the carriers. 
The Chicago Association of Commerce, which protested 
against the trap-car charges at Chicago, was represented 
by Rush C. Butler, of Cassoday, Butler, Lamb & Foster. 
The board heard extended statements as to congested 
terminal and freight-house conditions by H. C. Barlow 
of Chicago, chairman of the executive committee of the 
League, D. F. Hurd of the Cleveland Chamber of Com- 
merce, G. M. Freer of the Cincinnati Chamber of Com- 
merce, Harry F. Denig of Pittsburgh, and others. 

The protestants told the board that the shipper who 
furnishes a trap car relieves the carrier of expensive 
freight-house facilities, and that in the majority of cases 
the carrier is at less expense in receiving and moving 
a carload of freight loaded in trap cars than in handling 
less-than-carload freight at its freight houses. It was 
urged that in many cases the shipper who uses a trap 
car ought to receive an allowance instead of being made 
to pay an extra charge, as the carriers propose. 

There was a fair representation of railroad men pres- 
ent, including George D. Dixon, freight traffic manager 
of the Pennsylvania Railroad; W. S. Kallman, assistant 
freight traffic manager of the New York Central Lines 
West; J. J. Koch of the Pennsylvania lines, and others, 
the railroads having been requested by the Commission 
to attend. They had nothing to say, however, in answer 
to the argument of the protestants. 

The hearing adjourned, with. permission to the attor- 
neys for the League to file a supplemental petition later 
containing the numbers of the trap-car tariffs which the 
League desires suspended. : 

That the tariffs pertaining to trap and ferry car ser'v- 
ice will be suspended, instead of 
into effect on December 1, is about as certain as anything 
in the future can The Commission, in the ad- 
vanced rate case, said it was conducting an investigation 
of its own along that line. Some testimony was taken 
on the subject at the first hearing on the case of which 
it has become a collateral part. Since that time the 
agents of the Commission have continued their work, 
checking up on declarations of fact made by those who use 
the service which were not in exact accord with the im- 
pressions as to what were the facts which they had ob- 
tained from their own prior inquiries. 


being allowed to go 


be. 


There has been an unwarranted assumption that be- 
cause there was a suggestion from the Commission that 
revenues might be conserved by the abolition of such serv- 
ices, the making of the suggestions indicated that the 
commissioners had reached a conclusion that elimination 
of trap and ferry cars and other so-called free services 
would be entirely proper. 


Everything now known .indicates that the tariffs abol- 


ishing trap and ferry car service, reducing the free 
time, increasing the demurrage on perishable freight, 


reducing lighterage absorption, etc., must go the route 
taken by the spotting tariffs and the tariffs canceling al- 
lowances to industrial roads. They are suspended. Some 
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hearings have been had on the spotting tariff relating? 
to placements on the tracks of the Muncie & Western, 
but it is one of the most patent things in the records of 
the Commission that the whole subject cannot be dis- 
posed of on the record made in that case. 


PERSONAL NOTES 


O. P. Bennett, whose appointment to the office of 
general agent, traffic department, at Kansas City, Mo., 
of the Chicago & Alton Railroad, was recently announced, 
entered railway service with the Hocking Valley Railroad 
at Columbus, O., about twenty years ago, holding various 
positions in the freight department at that place. He was 
with the New York Central system for ten years at 
Mattoon, Ill., Terre Haute, Ind., and Indianapolis, in the 
freight and passenger departments, and then went to 











oO. P. BENNETT. 


the C. P. & S. L. Ry. at St. Louis as chief clerk to C. W. 
Galligan, general freight agent. He was appointed gen- 
eral agent, freight department, of the Chicago & Alton 
at Minneapolis in 1912 and was there until Oct. 1, 1914, 
when he was promoted to his present position. 

W. H. Griffis has been appointed traveling freight 
agent, Rome, Ga., of the Southern Railway Co., vice H. A. 
Platt, transferred. 

G. B. Rogers, traveling agent of the Kansas City, 
Mexico & Orient Railroad at Chicago, has been appointed 
commercial agent at Milwaukee, Wis. 

Henry E. Johnson is appointed freight solicitor Union 
Line in connection with the Chicago agency (Fort Wayne 
Route), the appointment taking effect November 16. 

The Tonopah & Tidewater Railroad announces that 
F. M. Jenifer is appointed traffic manager, vice W. R. 
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Alberger, resigned. The office of general freight and 
passenger agent is abolished. 

The Southern Railway Co. announces the appointment 
of E. M. Jordan, traveling freight agent, Mobile, Ala. The 
freight soliciting agency at Selma, Ala., is abolished. 

The Toronto, Hamilton & Buffalo Railway Co. an- 
nounces that A. S. Dutton is appointed auditor of freight 
accounts, and J. M. Eedson, freight claim agent, with 
offices at Detroit, vice Thomas Eedson, who died. 


Edgar Estile is appointed commercial agent of the 
Nashville, Chattanooga & St. Louis Railway, vice John C. 
Ryan, promoted, with offices at Memphis, Tenn. Mr. Ryan 
is appointed general agent, with offices at Memphis. 


The directors of the Interstate Railroad Co. have 
elected Harry L. Miller president of the company, with 
headquarters at Big Stone Gap, Va., vice Daniel B. Wentz, 
resigned. Mr. Miller was formerly general freight agent 
Southern Railway Co. at Knoxville, Tenn. 


J. M. Ackerman, freight agent of the United Fruit 
Co., having resigned to accept service with another com- 
pany, the office of freight agent is abolished. Correspond- 
ence heretofore addressed to the freight agent should be 
addressed to M. V. Rodney, general freight agent. 


The following appointments have been made by the 
Southern Railway Co.; J. C. Hext, traveling freight agent, 
Little Rock, Ark.; H. W. Watson, traveling freight agent, 
Nashville, Tenn., vice J. C. Hext, transferred; H. J. 
Weiland, freight soliciting agent, Nashville, Tenn., vice 
H. W. Watson, transferred; W. R. Graham, traveling 
freight agent, Memphis, Tenn. The position of freight 
soliciting agent, Huntsville, Ala., is abolished. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Newark, at its November meet- 
ing, which was also the annual meeting, elected the fol- 
lowing officers: President, Frank E. Stone, president, 
Stone, Hershey & Co.; first vice-president, Frank W. 
Smith, D. F. A., D., L. & W. R. R.; second vice-president, 
William A. Ruehl, A. T. M., General Electric Co.; secre- 
tary, John J. Kautzmann, T. M., Goldschmidt Detinning 
Co.; assistant secretary, L. J. Wesley, T. F. A., Lehigh 
Valley Railroad; treasurer, W. John Creighton, C. R. C., 
Pennsylvania Railroad. Board of governors, A. Preston 
Jump, chairman (term unexpired), freight agent, Carnegie 
Steel Co.; H. B. R. Potter, commercial agent, Erie Rail- 
road Co.; Charles. Vail, G. F. A., Transcontinental Freight 
Co.; A. Hamilton, G. F. A., Central Railroad of N. J.; 
Charles Milbauer, T. F. A. (term unexpired), Transconti- 
nental Freight Co.; John T. Rogers, T. M. (Term unex- 
pired), Thomas A. Edison, Inc.; C. H. Gulick, com. agent, 
Lehigh Valley Railroad; R. O. Von Steuben, com. agent, 
New York Central Lines; L. E. Campbell, T. M., Central 
Stamping Co. President Stone appointed the following 
chairmen of committees: B. L. Birkholz, Speakers and 
Papers Committee; N. G. Campbell, Reception Committee; 
C. E. McCullough, Membership Committee; D. R. Crotsley, 
Entertainment Committee; C. H. Gulick, Athletic Com- 
mittee; E. H. W. Maxwell, Publicity Committee; E. B. 
Schofield, Freight Committee; C. T. Kierstead, Auditing 
Committee; Abram, Wilson, historian. There was no 
speaker for the evening, the time being devoted to the 
election and installation of the new officers. It was an- 
nounced that the annual automobile run had been placed 
on schedule for Saturday afternoon, November 21. The 
annual dinner has been announced for January 15, at the 
Washington Ballroom. The dinner committee is composed 
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of W. W. Finley, Jr., chairman; C. E. McCullough, W. J. 
Creighton, W. S. Marlatt and A. Preston Jump. The 
January issue of the club’s magazine, The Tariff, will be 
enlarged to the extent of eight pages, including three 
pages of advertising. 


WAR TAX ON FREIGHT 


The provisions of the act to increase the internal 
revenue, known as the war tax act, as they affect freight 
are somewhat puzzling to shippers who are seeking a 
ruling from the department as to just what the procedure 
shall be. The law as it affects carriers reads as follows: 

“It shall be the duty of every railroad or steamboat 
company, carrier, express company, or corporation, or 
person whose occupation is to act as such, to issue to 
the shipper or consignor, or his agent, or person from 
whom any goods are accepted for transportation where 
a charge exceeding 5 cents is made of a bill of lading, mani- 
fest or other evidence of receipt and forwarding for each 
shipment received for carriage and transportation, whether 
in bulk or in boxes, bales, packages, bundles, or not so 
inclosed or included; and such shipper, consignor, agent 
or person shall duly attach and cancel, as in this act 
provided, to each of said bills of lading, manifests or 
other memorandum, a stamp of thé value of 1 cent; Pro- 
vided that a consignment of newspapers to any one point 
or to different points by the same train or conveyance, 
when inclosed in one general bundle at the point of ship- 
ment, shall be considered as one shipment, and, in lieu 
of a bill of lading therefor, the publisher of such news- 
paper shall file on or before the fifteenth day of each 
month with the collector of internal revenue for the 
district in which such newspaper is published a report 
under oath showing the number of such shipments during 
the preceding month, to which report such publisher shall 
affix and cancel stamps equal in value to 1 cent for each 
shipment so reported; providing further, that the report 
herein required shall not include shipments of newspapers 
delivered to points within the county in which the same 
are published. Any failure to issue such bill of lading, 
manifest or other memorandum, as herein provided, shall 
subject such railroad or steamboat company, carriers, 
express company or corporation or person to a penalty 
of $50 for each offense.” 

The following letter from a subscriber illustrates some 
of the difficulties of the situation: 


“It occurred to me that a very interesting article 
could be published in your valuable paper regarding the 
recent bill which was passed by Congress, commonly 
known as the War Tax. The writer himself would be 
very much interested in a discussion as to revenue stamps 
which are to be affixed to bills of lading and express re- 
ceipts. It is not clear to a great many as to whether the 
stamp should be affixed to the shipping order or the 
original bill of lading, and whether or not the carrier 
is to cancel the stamp, or the shipper.” 


In reference to this matter the following has been 
received from the Washington bureau of THE TRAFFIC 
WORLD: 


A decidedly chaotic condition exists at the moment. 
The law of 1898 expressly provided that the transportation 
company should pay the tax and charge same to the ship- 
per, and that made it a simple operation. But the Inter- 
state Commerce Commission objected to a similar provi- 
sion in the new law on the ground that it complicated 
matters and would enable the railroads to set up that 
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rates to shippers were thereby increased without the 
concurrence of the Commission. 

“At the law division of the Internal Revenue Bureau 
_ department pressing inquiries from internal revenue col- 
lectors throughout the’country have been received touch- 
ing this same question. The matter was finally referred 
to Solicitor Johnson, the chief law officer of the bureau. 
It will be perhaps several days before he formulates 
definite instructions.” 


INDUSTRIAL RAILROADS AGAIN 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Interstate Commerce Commission has decided to 
go into the question as to whether the industrial railroads, 
so called, are violating the commodities clause of the Act 
to regulate commerce. If they are, the Commission may 
be able to control the situation with respect to them, in 
a way that was not thought of as affording much oppor- 
tunity for regulation at the time its first decision was 
made. 

The intention of the Commission to consider that 
phase of the subject was shown in its order reopening 
Docket No. 4564, “In the matter of allowances to the Kana- 
wha, Glen Jean & Eastern and the White Oak Railway 
by the Chesapeake & Ohio and Virginian Railway com- 
panies.” The order is a puiely formal one, setting forth 
that upon further consideration of the record in the cases 
and upon the request of the Chesapeake & Ohio for 
permission to reargue the case, the Commission has de- 
cided that it may be reopened for such further argument 
as the Commission may hereafter direct. 

Examiner Carmalt on Monday began taking testi- 
mony in Washington in the related industrial rail- 
ways case and Investigation and Suspension Docket 414 
growing out of the cancellation of divisions and allow- 
ances: to industrial plant roads. He took up the Chestnut 
Ridge road, for which W. A. Glasgow appeared; the 
Moshassuck Valley Railroad, for which Francis B. James 
appeared for the short line and Attorney Smith for the 
New Haven, which canceled allowances; the Marting 
Iron and Steel Co., which owns the New Castle & Ohio 
River Railway, who were represented by I. P. Blanton, 
and the Virginia Portland Railroad, owned and controlled 
by the Virginia Portland Cement Co., and for which 
George W. Field appeared. 

In behalf of the Chestnut Ridge road, the contention 
was made strong that it is a common carrier and as such 
entitled to the divisions it had been receiving from the 
Central Railroad of New Jersey. Since the beginning of 
the case the Lehigh & New England has made a con- 
nection with that road. The Central of New Jersey cut 
off the Chestnut Ridge. The Lehigh & New England has 
not been brought into the case. 

The roads which have been receiving allowances for 
switching claimed that they were performing a service 
of transportation which should be performed by the trunk 
lines and therefore should be paid for switching instead 
of paying the trunk lines. In behalf of the Virginia Port- 
land, it was said that its common carrier charter is of 
no value to it, now, but inasmuch as the proprietary in- 
terest has long had in contemplation extension of its 
lines to connections with the Norfolk & Western and 
the B. & O., it has been deemed advisable to keep the 
charter alive. That charter is one of the assets the 
present management of the cement plant at Fordwick, Va., 
took over when it acquired the property. 
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I. AND S. ORDERS VACATED 


The following orders of dismissal and vacation of I. 
and S. orders on account of carriers having cancelled in- 
creases, were announced on Nov. 18: 

No. 5987, Potter Fixtures Co. vs. Atchison, Topeka & 
Santa Fe; on request of complainant. 

No. 6908, Alexandria Cooperage Co. vs. Louisiana Ry. 
& Navigation Co.; on request of complainant. 

No. 6240, Michigan-Ohio-Indiana Coal Association vs. 
B. & O.; at request of complainant. 

No. 5607, Washburn-Crosby Milling Co., Inc., vs. B. & 
O. S.-W.; by reason of complaiance with order of Com- 
mission. 

No. 7275, National Supply Co. vs. Penna. Co.; request 
of complainant. 

No. 7169, E. W. Clark Motor Co. vs. Michigan Central 
et al; request of complainant. 

No. 7232, William Goldie, Jr., & Co. vs. C. M. & St. P. et 
al; request of complainant. 

No. 6931, J. Hummelstein, operating as the Jonesboro 
Hide & Fur Co. vs. Iron Mountain; at request of com- 
plainant. , 

No. 5480, Chestnut Lumber Co. vs. L. & N.; request 
of complainant. 

No. 6862, Crook, Son & Co. vs. Mandalia et al; request 
of complainant. 

No. 7207, Meeds Lumber Co. vs. Alabama Central et 
al; dismissed on record made in docket No. 6109 and Com- 
mission’s decision on same, 

No. 6968, Kurtz Action Co. vs. C. & N. W.; request of 
complainant. 

No. 5318, A. V. Neilson Co., Ltd., vs. Iron Mountain et 
al.; at request of complainant, 

No. 7328, Indiana Foundry Co., Ltd., vs. Penna. R. R. 
Co. et al; request of complainant. 

No. 5773, Southern Cypress Mfgs. Association vs. Mor- 
gan’s L. & T. R. R. & S. S. Co. et al; request of com- 
plainant. 

I. and S. No. 337, cotton seed foots rates from New Or- 
leans; investigation discontinued, investigated schedules 
having been cancelled by L. & N. 

I. and S. No. 441, lumber rates to New Albany; orders 
of April 23 and June 15, 1914, vacated as of Dec. 1, sus- 
pended rates having been cancelled by Illinois Central 
and Y. & M. V. 

I, and S. No. 454, rates on petroleum oil and tailings 
from Oklahoma points; orders of May 7 and Aug. 17, 1914, 
vacated Nov. 9, Leland having established a satisfactory 
tariff. 

No. 6154, S. J. Greenbaum Co. vs. L. & N. et al; 6155, 
same vs. B. & O. et al; 6156, same vs. Southern; fourth 
section order No. 4267, application No. 1952, L. & N. et al. 
Orders of Oct. 6, effective Dec. 31, modified to become 
effective Jan. 31, 1915. 





PROTESTS AGAINST INCREASES. 


The Rockford, Ill., Manufacturers’ and Shippers’ As- 
sociation has filed a protest against the proposal to in- 
crease the rate on pianos and organs “wrapped and im- 
movable, braced in cars,” from $2 to $2.50 per 100 pounds 
on the ground that the resulting rate will be unjust and 
unreasonable and a particular burden on that trade. 
The tariff carrying the increase was filed by Countiss 
and is part of the readjustment that has been going on 
since the Supreme Court’s.decision in the intermountain 
rate case, in which the court said the Commission has 
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the right to deal with rates in the mass and to prescribe 
zones and set the limit beyond which no rate from a 
particular zone may exceed the rate from an intermediate 
point. : 


COMMISSION HEARS ARGUMENTS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. @. 


Another argument as to the relation of rates as be- 
tween lumber and the various kinds of wheel spokes’ 
took place on November 14, when the Interstate Com- 
merce Commission heard arguments on the complaints 
of Bott Bros. Manufacturing Co. against the Burlington 
and others and the Spoke Manufacturers’ Association 
against the St. Louis Southwestern and others. 

G. F. Thomas appeared for Bott Brothers company 
and John R. Walker for the spoke manufacturers, while 
Edward A. Haid defended the position of the carriers. 
The Bott people’s complaint is based largely on the fact 
that Peoria and Pekin, Ill., barrel manufacturers have 
a rate on staves and headings used by them two cents 
under the lumber rate, while they pay the lumber rate 
at their place of business at Alexandria, Ark. The Illi- 
nois Central is accused of giving the Illinois manufac- 
turers this advantage, but inasmuch as the respondents 
join in tariffs to the Illinois points, the complainants be- 
lieve they should be required to extend like treatment 
to them. 3 

Mr. Haid, in his argument with regard to spokes, ex- 
hibited samples of the commodity under discussion in 
various stages of manufacture as ocular demonstration 
of the differences in classification and rates maintained 
by the carriers. Mr. Walker, in his argument, which he 
made short, contended that the carriers should have 
accepted the Commission’s decision in the eastern spoke 
rate case and revised their classifications and tariffs so 
as to bring the situation in the West into agreement 
with that brought about in the East, instead of delaying 
and raising technical objections. He told the Commis- 
sion that he could not see any distinction between the 
two cases and expressed the belief that the Commission 
would see the propriety of following the principles laid 
down in the eastern case, which affected only a compara- 
tively few points. 

Arguments were made on the same day in the com- 
plaint of the Pulp and Paper Manufacturers’ Traffic 
Association against the Duluth, South Shore & Atlantic 
by J. E. Tracy, representing the railroads, and Felix J. 
Streyckman, for the complainants. The pulpwood manu- 
facturers ask to have rates on their material from Michi- 
gan to Wisconsin brought into a more just relation with 
the rates on saw logs, which are to the sawmills what 
the pulpwood is to the pulpmill. 


ARGUMENT ON COAL COMPLAINTS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


Another argument was made November 13 on the 
complaints of the Campbell Creek Coal Co., the Campbell 
Creek Railroad Co. and H. C. Dickinson and others against 
the Ann Arbor and others, in which the trunk lines are 
trying to avoid the effect of the decision of the Commis- 
sion that it is unjust discrimination against the complain- 
ants to accord Kanawha & Michigan main line rates to 
coal carried by the Coal & Coke Railroad and by the 
Kanawha & West Virginia to connections with the B. & O., 
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the Chesapeake & Ohio and the Kanawha & Michigan and 
to deny such rates to the operators on the line of the 
Campbell Creek road, and that it is unjust discrimination 
for the trunk lines to accord the benefit of through route 
and joint rate arrangements to the Coal & Coke and the 
Kanawha & West Virginia, while denying it to the Camp- 
bell Creek Railroad. 


The decision was made before the Supreme Court 
handed down its opinion in the tap-line case. The ,Com- 
mission did not decide whether the Campbell Creek road 
is or is not a common carrier. It issued an alternative 
order under which the trunk lines could give the Campbell 
Creek interests main line rates, with a division of the 
rate to the Campbell Creek Railroad, or withdraw main 
line rates from the Coal & Coke and the Kanawha & West 
Virginia. 


It was upon the representations of the latter that the 
Kanawha & Michigan asked for a reopening of the case, 
presumably because the trunk lines preferred to withdraw 
the divisions to according them to the Campbell Creek road. 

Francis B. James, for the complainants, insisted that 
those interests are entitled to main line rates under the 
first and fifteenth sections, providing for just and reason- 
able rates, through routes and joint rates and allowances 
for the performance of transportation services. He con- 
tended that he had not based his case mainly on the third 
or discrimination section. 


J. J. King, for the Kanawha & Michigan, took the 
ground that the trunk lines have got to draw the line 
somewhere in the making of through routes and joint rates 
with the coal roads, and that -in the adjustment which 
has been made in that part of the West Virginia coal 
fields, it has selected the common carrier roads to give 
them divisions and denied them to industry lines such as 
the Campbell Creek. 

George E. Price, for the Coal & Coke, insisted that a 
road 200 miles long, such as it is, cannot be called any- 
thing other than a common carrier. The Kanawha pays 
it a division on coal produced by the interest that also 
controls the railroad because it has a tonnage other than 
coal that the Kanawha needs. The Coal & Coke could as 
easily turn it over to the Baltimore & Ohio, so the K. & M. 
extends its main line rates to the mines on the C. & C., 
dividing the rate: with the latter. He said the Coal & 
Coke is not interested in whether the Campbell Creek or 
Kanawha & West Virginia get divisions, but it insists it 
is a common carrier and is entitled to all its rights as such. 

S. Clark, for the Kanawha & West Virginia, said that 
that road, 38 miles long, was planned and constructed 
right from the state as a common carrier. It has not been 
able to extend its rails as far as it had hoped, and the 
only question as to its status was raised by the fact that 
the Blue Creek Land & Investment Co. owned its stock. 
That question, he said, has been eliminated and all he 
asked was the Commission’s recognition of the fact that 
it is a common carrier, and not merely an industrial road. 


FREIGHT RATES FOR GULF PORTS 


A movement towards securing an adjustment of 
freight rates for the section of territory lying between 
the Allegheny Mountains and the Rockies, and espe- 





-Cially affecting the gulf ports, was inaugurated at the 


rate convention held in Houston, Tex., this month. A 
permanent organization was formed to carry out this 
purpose, and resolutions were adopted. The organiza- 
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tion is to be known as the “Equitable Freight Rate Ad- 
justment Association of the United States.” 

Mayor Ben Campbell of Houston was elected the first 
president of the association, and J. W. Wilkinson, sec- 
retary, with the following vice-presidents: First vice- 
president, E. Y. Hartwell; second vice-president, Jack 
Love, Oklahoma City, Okla.; third. vice-president, D. S. 
Cage. A board of directors will be chosen, to be com- 
posed of one member from each state joining in the 
movement and one from each city represented in the 
various conventions. The following resolutions were 
adopted: 


Resolved, That it is the sense of this convention that a per- 
manent organization, to be known as the “Equitable Freight 
Rate Adjustment Association of the United States,’’ should be 
formed at such time and place as a committee to be chosen by 
this convention shall designate. 

We further recommend: 

. (1) That the territory to be embraced in the jurisdiction 

of said association shall comprise those states in the United 

— west of the Ohio. River and on and south of the Potomac 
ver. 

(2) That representation in said association shall be based 
(a) upon the population of the respective states; (b) upon the 
number of miles of railroads in the respective states; (c) upon 
the number of ports in the respective states, with harbors 
twenty feet in depth or more, to-wit: One vote for each 100,000 
population or fraction over 50,000; one vote for each 1,000 miles 
of railroad or fraction over 500 miles, and one vote for each of 
such ports within the boundaries of such states. That the 
management of said association shall be vested in a board of 
directors, composed of one from each state, to be chosen by the 
delegates from the respective states represented in the conven- 
tion, and where a state is not represented in the convention a 
member of said board shall be appointed by the chairman of the 
freight rate governing body of such state. 

(3) It shall be the duty of said board to meet for organi- 
zation at the time and place designated. Said board shall have 
the power, and it shall be its duty, to prescribe all necessary 
rules and regulations for its government; and to procure a 
charter for the association, if it deems it necessary to do so; to 
elect its own officers and appoint all necessary employes and fix 
their compensation; prescribe the methods of raising the money 
necessary to meet the expenses of the association in its work 
to accomplish its objects, and when, collected, to be expended 
under its direction. 

(4) That the prime object of this association shall be to 
cause to be established and maintained in the United States a 
just basic principle for making and maintaining freight rates— 
rates that shall be just to individuals, just to localities, just to 
ports, just to common carriers and just to the different sections 
of our common country. And we hereby reciprocally pledge our- 
selves to one another to most earnestly, intelligently and per- 
sistently work to secure the adoption and application of such 
basic principle, in making and maintaining the freight rates of 
the common carriers of our country, under such governmental 
administrative agencies as will secure its just application to 
every individual, section and port of our nation, 


In stating the purpose of the convention, Mayor 
Campbell said: “It was thought that the opening of 
the ship channel and Houston harbor would be an op- 
portune time to discuss freight rate making and to 
secure the establishment of an equitable basis of mak- 
ing rates. We feel that the gulf ports are being dis- 
criminated against, and that we are entitled to a rate 
which will encourage the industries of our section of 
the country: We realize the enormous job we have 
before us to change the conditions. The undertaking 
may take a long time to accomplish, but there is justice 
behind it. We in Houston feel that it is not only our 
privilege, but our duty, to start this matter. It will do 
more for the gulf ports and for posterity than anything 
else I can conceive. I hope the convention will lay the 
foundation for a useful, helpful work.” 


: CHANGE IN COMMISSION RULES. 


Paragraph 3 of Rule III on page 5 of the Rules of Prac- 
tice of the Interstate Commerce Commission, reading as 
follows: “Two or more complaints involving the same prin- 
ciple, subject or state of facts may be included in one com- 
plaint. The several rates, regulations, discriminations and 
shipments involved should be separately set out. One 


or more carriers may join in one complaint against one 
or more carriers if the subject matter of the complaint 
involves substantially the same _ principle, 


subject, or 
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state of facts,” has been amended to read as foHows: 
“Two or more complaints involving the same principle, 
subject or state of facts may be included in one com- 
plaint. The several rates, regulations, discriminations 
and shipments involved should be separately set out, and 
in case discrimination in rates or charges is alleged, ap- 
propriate allegation should also be made to present for 
aecision the issue as to whether or not such rates or 
charges are just and reasonable. One or more persons 


‘may join in one complaint against one or more carriers 


if the subject matter of the complaint involves substan- 
tially the same principle, subject, or state of facts.” 


CALIFORNIA TERMINAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Instead of meeting in conference on Monday, as is 
its custom, the Commission November 16 listened to 
arguments in the complaint of the San Jose Chamber 
of Commerce and others against the Atchison and other 
carriers, against the action taken by the respondents in 
canceling California terminal rates to San Jose, Marys- 
ville and other San Francisco Bay points. That can- 
celing was done under an alternative third section order 
requiring the railroads to remove the discrimination 
against Santa Rosa either by taking out the terminal 
rates or extending them to Santa Rosa. 

The argument took the unusual slant of the shippers 
appearing before the Commission objecting to the rail- 
roads doing something which the Commission had or- 
dered. The objecting bay points believe the water com- 
petition on the bay and on Sacramento River is of the 
kind the law contemplates the railroads shall, not merely 
may, meet, 





J. E. Alexander and W. S. Johnson argued for the 
complainants, and Fred H. Wood for the respondents, 
while Frank Lyon and J. E. Rogers argued for inter- 
veners, Contra Costa points and Fresno. They con- 
tended that whatever is given to San Jose, Marysville 
and other bay and river points shall also be accorded to 
them. Mr. Lyon said that, as it looked to him, San 
Jose is arguing for the retention of something to which 
it is not entitled. If there is water competition of the 
kind, which, as he holds, the law authorizes the rail- 
roads to meet, it is immaterial to San Jose whether the 
railroads maintain or do not maintain terminal rates. 
He argued that San Jose, as a matter of fact, has not 
water competition, but has had rail rates based on the 
assumption that it had water competition, when, as a 
matter of fact, such rates were nothing more than evi- 
dences of railroad favoritism. 


DEMURRAGE ON REFRIGERATOR CARS 


The American Railway Association, at its meeting in 
Chicago, Wednesday, amended rule 7 of the National Code 
of Car Demurrage to read as follows: 

“Refrigerator cars, held for loading or unloading—For 
the first seventy-two hours, $1 per day or fraction thereof; 
for the succeeding seventy-two hours, $3 per day; for 
each succeeding day, $5. 

“When held for purposes other than loading or un- 
loading, $1 per day for the first seventy-two hours; $95 
for each succeeding day. 

“Where track storage charges are’ in effect a charge 
of $1 per car per day will be made, in addition to the 
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track storage charges, unless such charges be less than 
the total charge would be under the straight demurrage 
rules. If less an additional charge will be made to bring 
the amount to the total charge per day on the $4 or $5 
basis.” 


FIFTEEN INDICTMENTS REPORTED 


Agents of the division of investigation, I. C. C., during 
the first half of November procured fifteen indictments 
charging violations of the criminal sections of the Act 
to regulate commerce. Nearly all the indictments are 
based on section 10, making it unlawful to misbill freight, 
the accusations running against shippers in all instances 
except the Laona & Northern. That carrier, however, is 
said to be owned by the lumber company accused of 
false billing, so it is not an exception in the broad sense 
of the term to the allegation that the allegations are laid 
against shippers. In that instance the office personnel 
of the shipper and the receiving carrier is identical. 

Those indictments were reported by the division on 
November 16. On the next day the division reported 
the indictment of Hecht & Campe, Inc., at Macon, Ga., 
accusing it of falsely billing sweaters as underwear 
and of procuring concessions by the device of misde- 
scribing shipments. The rate from Barnesville, Ga., where 
the sweaters were manufactured, to Philadelphia is $1.25 
per 100, while the rate on underwear is 60 cents. 








COMMISSION HELPS FIGHT DISEASE 


The Interstate Commerce Commission Tuesday gave 
out the following: 
“The attention of the Commission has been directed 
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to various applications for relief from the assessment of 
demurrage charges upon embargoed shipments of live 
stock, hay and straw, held by orders of the Bureau of 
Animal Industry, Department of Agriculture, on account 
of the quarantine declared to prevent spread of the prev- 
alent foot and mouth disease. 


“Carriers are required under the act strictly to ob- 
serve their published tariff rates and regulations, and 
may not deviate therefrom. This Commission may, how- 
ever, upon application made to it permit changes in tariffs 
upon less than the ordinary 30 days’ notice. The Com- 
mission will be glad to contribute whatever it can toward 
affording relief at the present juncture. Should the car- 
riers, or any of them, petition this Commission to make 
effective upon one day’s notice tariffs which will suspend 
the assessment and collection of demurrage occasioned 
by the order of the Department of Agriculture, this 
Commission will be glad to give prompt and favorable 
consideration to such applications.” 


MINNESOTA TO INTERVENE. 


Attorney-General Lyndon A. Smith of Minnesota has 
announced that the state proposes to intervene in cases 
pending before the Interstate Commerce Commission, in 
which the interstate rates on lines competing with car- 
riers governed by Minnesota intrastate rates are held to 
be unfair. The railroads are attacking the state rates 
in these particular cases as unreasonably low, and Minne- 
sota, through the attorney-general, will plead the justice 
and adequacy of her tariffs. 
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In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


SERVICE AND ACCOMMODATIONS 


(From the report of the Committee on Railway Service and 





Railway Accommodations at. the convention of the National 


Association of Railway Commissioners in Washington, D. C., 
this week.) \ 


Payment of Manifest Overcharges. 

The payment of freight bills carrying manifest over- 
charges has no warrant in economics and should be 
eliminated. The practice of making a mistake perpetual 
and continuing it throughout all the ramifications of ac- 
counting, simply because someone early in the trans- 
action transposed his figures or added when he should 
have subtracted, is not entitled to a place in the business 
affairs of men. The practice of refusing to pay over- 
charges would soon educate everyone in inferest to exer- 
cise greater care in making figures that involve money 
transactions. 

Delayed Claims. 

The expedition with which claims are handled and 
settled when they are vigorously traced affords evidence 
of the unreasonableness of the delay which ordinarily 
attends the final disposition of the average claim. Ap- 
parently, the only available means for counterbalancing 
the evil of delay is to require the railroads to pay interest 
on the true claim amount from the date the amount 
claimed went into their hands. 

‘ Tariffs. 

Unquestionably, great strides have been taken in the 
nation-wide movement to simplify freight tariffs and to 
acquaint the public with the mysteries of tariff reading, 
yet more remains to be done. Many of the railroads are 
publishing and filing ‘tariffs through agents, and the 
methods in such cases are reasonably uniform; but some 
of the roads seem to prefer to work independently in 
that regard and thereby add confusion to the general 
tariff publishing and filing situation. Further efforts at 
simplification should be made by eliminating, as far as 
may be, technical terminology, abridged language, and 
such phraseology in general as tends to rob existing 
tariffs of simplicity. The responsibility for loss resulting 
from the erroneous quotation of rates is still on the 
shoulders of the public, and we are awaiting the coming 
of the seer who will shift the burden to the place where 
it belongs, without opening the doors to wilful rebates. 

Rate Adjustments. 

It is regrettable that in many cases of rate adjust- 
ment, the traffic managers of railroads are slow to cor- 
rect illogical rate situations on their own initiative. How 
much better it would be for all concerned if when a 
rate or rate adjustment were found to be out of line or 
apparently unreasonable, steps would be taken by the 
traffic managers in charge to correct the trouble without 
permitting it to develop into the proportions of a formal 
complaint to be filed with some commission. 

Interchange and Delays. 

It is a generic duty of a public service corporation 
to serve the public and not to hamper it. Nothing leads 
more directly to congestion and to an impediment of a 


free flow of business than the failure of one or more 
railroads to provide and maintain adequate interchange 
facilities, rates, rules and regulations. Under reasonable 
restrictions, interchange facilities and reasonable rates 
on interchange business should be established at every 
point where it is at all practicable from the standpoint 
of the public welfare. 

It seems that in times of car shortage the greater 
the stringency the less miles per day do cars travel, and 
as the number of cars in use increases the labor per- 
formed by each individual car decreases. Many causes, 
such as inadequate terminals, passing sidings and lack 
of motive power have been assigned as contributing fac- 
tors to this unfortunate condition. No one disputes that 
the causes mentioned do contribute to the evil, yet one 
cause, not generally admitted, is the constant effort to 
make tonnage records at the expense of speed. The 
heaviest possible loading of trains is the slogan, and the 
acceleration of deliveries is wholly overlooked. Speed 
should not be made entirely sécondary to tonnage. It 
is a grave question whether tonnage should not be lim- 
ited by legislation. Loading engines to their reasonable 
capacity may be proper, but overloading is another ques- 
tion. It is worthy of mention that the railroads which 
have adhered to and insisted upon speedy movement of 
cars have felt the effect of car shortage the least. Nom- 
inally keeping down operating expenses for the time 
being and storing disabled cars and locomotives in times 
of slack business instead of at once shopping them and 
having them ready to meet increased demands is a 
grievous error, which in the end contributes to car short- 
age, and besides is not true economy, but only amounts 
to the suspension of necessary maintenance at the in- 
convenience and expense of the people. This lack of 
readiness to serve is chargeable to the financial instead 
of the operating department. 

Pooling of equipment has been agitated for some 
years as a means to better service, and while the present 
method of operation amounts in a great degree to pool- 
ing, we are still impressed that too much time is lost in 
handling foreign equipment, by empty movements or 
holding cars in order to load in the direction of home. 
The lack of uniformity in demurrage rules, it has been 
charged, has contributed largely to delays. We now have 
many states observing uniform rules, and still there is 
the same undue delay in handling cars. We believe we 
should try to hasten the day of uniform equipment, so 
that it may be used interchangeably to the fullest extent, 
whether by pooling or some other equitable plan. 


Handling L. C. L. Shipments at Transfer Points. 


Handling less-than-carload freight without unreason- 
able delay seems to be developing into a national evil of 
enormous proportions. Just why the tonnage of L. C. L. 
shipments should increase without there being a relative 
increase in the station facilities for handling them has 
not been made plain. A careful inquiry would probably 
result in general orders for adequate facilities. The rail- 
roads ought ta recognize and correct the evil without 
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making it necessary for the commissions to act. What- 
ever the cause of delay, it seems safe to hold that L. C. L. 
shipments ought to be delivered by local freight, at least 
in as short a time as would be required for a man to 
walk the same distance such freight is hauled. 


SOME NEW MAPS. 

There have just been issued two maps, each 39 by 
42 inches, which show in colors the east and the west 
bound percentage rate groups between points in Central 
Freight Association territory.and contiguous territory, in- 
cluding Ontario on the one hand and points in New 
England and eastern trunk line territories on the other. 
They have been carefully compiled from the latest official 
information and show in a graphic way the rates between 
the various cities in these two territories. Traffic man- 
agers, both railway and industrial, will appreciate the 
advantage of these maps. Their value will not be affected 
by any change in the New York-Chicago base rate, as 
the adjustment or percentage will remain the same no 
matter what the base rate may be. 








PAPER MILLS COMPLAINT 


C. B. Hillyer for the complainants, D. P. Connell for 
the respondents, F. C. Streyckman for intervening paper 
manufacturers of Wisconsin, and C. A. Tiffany for the 
New England paper mills, on November 7 argued out the 
general complaint of the Michigan Paper Mills Traffic 
Association against the carriers which participate in 
through routes and joint rates from the Wisconsin mills 
to C. F. A. and southeastern territories, but decline to 
make joint rates from the Michigan mills to western 
trunk line and southeastern territories. Mr. Hillyer said 
that all the complainants are asking is that the carriers 
make through rates for them as they do for their com- 
petitors in Wisconsin. The latter, he said, sell as much 
paper in C. F. A., the home territory of the Michigan 
mills, as the latter, but when the Michigan mills try 
to get into western trunk line territory to retaliate they 
must pay the full combinations. Messrs. Connell and 
Streyckman defended the present situation. Mr. Tiffany 
took about a minute to say that the New England mills 
are not particularly dissatisfied with the situation. 





November 13, in I. and S. No. 541, the Commission 
suspended from November 15 until March 15 items 125-B, 
Supplements Nos. 6 and 7 to Missouri, Kansas & Texas 
I. C. C. No. A-3923. The items cancel an allowance for 
elevation at Kansas City of one-fourth cent per bushel 
on grain and seeds as to traffic destined to certain ter- 
ritory only. 


ARIZONA OIL ARGUMENT. 

A number of strong assertions were made, in argu- 
ments before the Interstate Commerce Commission, No- 
vember 6 with regard to the rates on fuel oil, engine dis- 
tillate and refined oil from California to Arizona. The 
Commissioners, in the complaint of the Arizona corpo- 
ration commission and the Pacific Creamery Co., reduced 
the rates from, what Fred Wood said, they assumed to 
be a $5 blanket to $4.75 for an average haul of 531 miles. 
As a matter of fact, he asserted, the average haul is 
770 miles and the average rate more than $6 per ton. 
He said that the record was in a deplorable condition, and 
he did not blame the Commissioners for the first deci- 
sion they had made, but he hoped that on this rehearing 
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there would be a rectification. R. A. Jones, for the 
Arizona commission and the complainants, said that he 
could not understand how it could be asserted that the 
record. was incomplete, when on the rehearing only one 
witness was put on, and that man a statistician, instead 
of a traffic man. 


CARRIERS) ANNOUNCEMENTS 


BOSTON & MAINE RAILROAD. 

Effective Nov. 14, 1914, the station on the Southern 
division, known as Mast Yard, N. H., and the station on 
the Portland division, known as Lakewood, N. H., are 
changed to “prepay” freight stations. 

UNITED FRUIT COMPANY SERVICE. 

Beginning Thursday, Dec. 3, 1914, this company will 
inaugurate direct fortnightly freight and passenger serv- 
ice between New York and Livingston, Guatemala, steam- 
ers sailing from Pier 16, East River, on alternate Thurs- 
days. 


POSITIONS WANTED OR OPEN 


RATE AND CLAIM MAN, age 31, at present connected 
with a traffic bureau, desires to make connection with a 
manufacturing or mercantile concern. Familiar in all 
territories; 11 years’ experience. T. F. 24, The Traffic 
World, Chicago, Ill. 

















Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and stee] company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
tied; temperate. B. A. 41, The Traffic World, Chicago, Il. 





WANTED—Position as local or soliciting FREIGHT 
AGENT or in accounting department, by young man 
twenty-four years of age, with seven years’ experience 
with short-line roads in all departments. Familiar with 
I. C. C. classifications and F. C. A. rules. Would consider 
a position in traffic department. Employed at present. 
Al reference regarding ability and character. Address 
P. B. 171, The Traffic World, Chicago, Il. 
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POSITION WANTED—Experienced RAILROAD MAN, 
age 28, married; 11 years’ experience as railroad and 
express agent and telegraph operator; now a La Salle 
Extension University student. Wants position with in- 
dustrial traffic department. Address S. V. 81, The Traffic 
World, Chicago, III. 





TRAFFIC MANAGER—A competent, aggressive and 
reliable TRAFFIC MAN, with railroad and commercial ex- 
perience, is available for transportation service. Age 35, 
married. Ten years with trunk line railroads operating 
west of Chicago and Mississippi River; one year com- 
mercial traffic work. Railroad service entirely with freight 
clain. and traffic departments. Broad knowledge tariffs, 
classifications all territories; also familiar with interstate 
comme:ce act, tariff circular regulations, conference rul- 
ings, etc. Recently employed as assistant traffic manager 
large steel car manufacturing company. Salary com- 
Address B. O. G.-74, 


mensurate with results obtained. 
The Traffic World, Chicago, [l. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc. 


Parkersburg Transfer & Storage Co. 


PARKERSBURG, W. VA. 
101-113 Ann Street. 
DISTRIBUTING AND FORWARDING AGENTS. 





Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Building 
ST. LOUIS . 1501 Wright Building 
Carload distribution te all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 





Terminal Transfer & Storage Company, Inc. 
U. 8. Bonded Transfer Mobile, Alabama}! 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 


2114-2120 Central Street, 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage 








If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 





THERE IS ONLY ONE WAY 








Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. ‘‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., inc. 
t OLUISVILLE, KY. 


import ana export tfreignt contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago’”’ 
19th and Campbell Sts., Kansas City, Mo. 
Exclusively for Merchandise Storage, Forwarding and 
Distribution. Guaranteed Service. Lowest rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our bovuklet, of interest 
to any concern doing a warehousing or distributing busi- 

ness, free for the asking. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 





Jones & Company, Inc. 


NORFOLK, VA. 





Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING 





EXPORT BUSINESS 


_ Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all “ }. 
places abroad and shall gladly answer inquiries respecting’ | 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre. Boulogne-Sur- Mer. 
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And that is by checking the changes from week to week as they are printed in 
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Nably In Advance 
aan? 1d the Philippinies.............. $3.00 
Our subscribers will notice that with this issue| p 
the name of this magazine has been changed to “Pub-: 
lic Service Regulation and Federal Trade Reporter.” PING RATES 


ication to the Chicago office. Cop 


The change is due to the approaching enactment intoa W say earucaler issue. guint rene 
of the mont 


law of the Federal Trade Commission bill and indi- required, copy’ must reach us not 
cates our purpose to cover a much wider field, Sepa a cliietiniatals 
ing, without any diminution in efficiency, the one weBER, 1914 No. 9 
have been occupying and also the additional one OOS 


opened by this new: legislation. ATIVE HISTORY 


The bill has passed both the House and Senate! — 
and is now in conference for concurrence in the Sen- _ ee oa 
ate amendments, _When the commission for~ which as Now Culminat 
Has Been Under 


it provides is created and begins work, we shall-fur-. °, 
4 ; ; . m in Congress 

nish to our subscribers, through a special correspond-. Tae 

erit in Washington, all its rulings and decisions. Its 

jurisdiction includes. all corporations and trade asso-' Correspondent) 

ciations doing an interstate business, except common history of the legislation that 


carriers and banks. When the commission actually, > Bee yg tech ee 


begins’ work it is probable that this magazine will be-jsigeration in the Senate for 
come, instead of a monthly, a semi-monthly,' or per- rtant committees of the House 
haps weekly journal, In the meantime we shall fur-' which period exhaustive hear- 
nish to our subscribers all the preliminary news Show that the Senate commit- 


concerning this addition to the machinery of the gov- 2#* long had in contemplation 
apieanedt ‘ommiss’ on, with powers over all 


wus qesmibtlind whic: gwesouty. ee ag an interstate trade similar to 
the powers exercised by. the Interstate Commerce Commis- 
mission over common carriers. 

During President Taft's administration, Senator Clapp, 
then chairman of the interstate commerce committee, in- 
troduced a resolution authorizing that committee to report 
to the Senate what changes were necessary or desirable 
in the laws relating to the control of corporations, persons 
or firms engaged in interstate commerce, and on July 26, 
1911, this resolution was adopted by the Senate. Under 
this order exhaustive hearings were held, during which 103 
persons gave their views on every phase of suggested trust 
legislation, and the printed reports of these hearings fill 
nearly 3,000 pages. 

Even prior to that time, on July 5, 1911, Senator New- 
lands had introduced a bill (which was the original) pro- 
viding * for the creation of an Interstate Trade Commission. 
After the hearings referred to, Senator Newlands withdrew 
the. bill ‘in its original form, and on Aug. 21, 1911, intro- 
duced a substitute therefor withi the same title and pur- 
pose. At a still later date, Feb. 26, 1912, Senator Newlands 
introduced another bill to create an Interstate Trade Com 











interstate commerce committee and amended in many par- 
ticulars, but the committee took no final action at the time. 

It was this bill, as tentatively amended by the Senate 
committee on interstate commerce, which Senator Newlands 
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" Federal ‘Trade Reporter will be a semi-monthly in- 
Entered ae ieeee iit unase Stead of a monthly magazine. This change is made 
in the interest of our subscribers. We have felt, 

SuBS especially sin¢e the enactment of the legislation for 

Payable Inve =z, Federal’ Trade Commission, the activities of which 

United States, Mexico, Cube e® this magazine will follow, that we ought not to 
allow such long intervals to elapse between issues. 
We shall, therefore, thereafter issue on the first and 


Canada 

Other Postal Union Coun 

Vol. 3 NOVEM fifteenth of every month, and present to our read- 
ers all the news’ of interest in our field up to that 


ANTI-TRUS: date. There will be no ‘oral in subscription ptice 
at present, eithér to new or old subscribers. 
Views of President Wisom on me Accomplish 
ments of His Administration—Analysis by 

Former President Taft of the Federal 

Says Underwood 5 e 
(By a Staff Correspondent at Washington, D. C.) 
The Federal Trade Commission Law, and its supplement, 

the so-called Clayton Anti-Trust Act, are receiving abundant ec ms ¥Y 
attention at the hands of the leading statesmen and legis- "nv 
latots of the nation. This fact presages a quick realization 
the importance of the law regulating interstate transportation: 
is likely to mark the new trade enactment. 
Immediately after the passage of the last of the measures 
outlined in President Wilson’s legislative program of De-' 
cember last, he took cognizance of the event by reviewing 


Trade Commission Act—Ex 
by the business world of the scope‘and potency of these laws. 
the achievements of his administration at considerable length ’ : 
im @ letter dated October 17, addressed’ to Majority Leader: ub aty ib Vor 












presses 
Approval—The New Laws Give 
In-view of this wide interest no Rip Van Winkle twenty 


New Life to the Nation, 
years’ sleep such as was manifested in the appreciation of 


Lo ur 


“Underwood of the House of Representatives, 


After expressing hig warm admiration for the fidelity’ 
and intelligence with which Congress had carried out this 
legislative program the President says: “The program had; 


several distinct parts and many items, but, after all, a single 

purpose, namely, to destroy private control and set business 

free. That purpose was manifest enough in the case of the Q > a 4, 
tariff and in the legislation affecting trusts; but, though per- - 

haps less evident upon the surface, there it lay, at the very 


heart of the currency bill, too. May I not add, even though 
it lies outside the field of legislation, that that, and that 
chiefly, has been the object. of the foreign policy of the gov- 
ernment during the last eighteen months?” 

This last statement divulges for the first time the inside 
motive of the policy pursued in dealing with the Mexican 
situation. But it is that portion of the President's letter bear- 
ing on the Trade Commission and Anti-trust laws that is of 
chief interest here. Dealing with the motives which inspired 
these measures the President says: 

To Kill Monopoly in the Seed. 

“The Congress has sought, in the Trade Commission 
bill and in the Clayton bill, to make men in a small way of 
business as free to succeed as men in a big way, and to kill 
monopoly in the seed. Before these bills were passed the law 


was already clear enough that monopolies once formed were 


